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Whatever the merits of the two World Championship sports car series, the 
ae 5 battle is now very close indeed between Pires and BMW — 
largely because of the unreliability of the 935 Porsche Turbo, pictured once 
again in the pitsin Austria last Sunday. Report: page 18. 
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Decision, please 


Following the eminently successful experiment at Le Mans three 
weeks ago, when the mixture of Group 6, Group 5, Group 4 and 
Group 2 cars, plus various other categories, produced a 
fascinating variation of performance, the CSI’s two World 
Championship sports cars series competed against each other last 
weekend. At the Osterreichring, there was a round of the World 
Championship of Makes (Group 5), and at remote Enna in Sicily 
(where, thank goodness, there are large numbers of Italian 2-litre 
cars to make up the fields) there was a qualifier for the World 
Sports Car Championship (Group 6). 

It is clear that for the CSI to administer two such similar 
championships simultaneously creates a danger to the future of 
sports car Len sg - as a whole at world-class level, since Group 5 and 

roup 6 both follow the established pattern of endurance-ty 
racing, and they are basically in competition with one another for 
spectator interest which has never, except at a few select events, 
been exactly intense. At the moment, BMW and Porsche in Group 
5 and Alpine-Renault, Alfa Romeo and Porsche in Group 6 are 
racing purely for prestige, and winning the enthusiasm of the 
spectator is the best route to the attainment of that goal. Just 
now, public interest is on the wane, and to stage races for Group 6 
and. Group 5 on the same day (thus reducing the quality of the 
driver-entry for each event) does nothing at all to help that 
situation. 

All this is nothing new, and the CSI must be aware of the 
dangers. They must also realize that the situation cannot be 
permitted to continue in 1977. There are of course a number of 
alternative possibilities for next season, which would receive the 
best attentions of the manufacturers concerned in the two series, 
who are naturally anxious to cooperate to the eventual benefit of 
all. Naturally there is no immediate scope for a complete revision 
of formula or format, so basically the alternatives are fourfold: we 
must go for Group 5, we must go for Group 6, we must plump for a 
combination of the two, or we must throw the whole thing open 
and follow the lead set by the organizers at Le Mans. Whatever, 
we must have just one World Championship of Makes next year, 
with fewer races but better fields in terms of both cars and 
drivers. No more diversification of effort. 

Weare sure that few people in motor racing would disagree with 
this view, least of all the CSI. However, as yet — and it is now 
July — there is no sign that the CSI is any distance along the road 
to making a decision. Although we are sure that the matter is the 
subject of continual discussion between the CSI and the man- 
ufacturers, it is becoming a little late in the day, and it is 
imperative that everybody involved knows where they stand as 
early as possible: manufacturers, entrants, drivers, race 
promoters, organizers, everybody. 

Now that time does seem so short, it seems likely that both the 
first two alternatives must be rejected, which is a good thing in 
any case because of the various financial investments which have 
been made. And, of course, because if the championship structure 
can be made to os a wide variety of cars, that spectator 
appeal and its attendant prestige stands the very best chance of 
becoming a reality. 


next week 


Pete Lyons’s full report of the French Grand Prix at Paul Ricard — 
Complete illustrated spectator guide to the Texaco Tour of Britain, 
one of the most prestigious events in British motor sport — In 
colour, the JCB Mirage-Ford sports car in action — Jody Scheckter 
describes his Elf-Tyrrell fortunes at Ricard — Peter Newton reports 
from Scotland on the national championship Jim Clark Rally* 


cover picture 


Strength and poner brought Peugeot their second successive 
victory on the World Championship Rallye du Maroc last week in 
the face of strong opposition from Fiat, Lancia and Ford. Pictured is 
the 504 of Marianne Hoepfner/“‘Biche’’, which added to the French 
manufacturer's tally by claiming the Ladies Award. Photo: Hugh 
Bishop. Henry Liddon’s report: page 9. 


*These items were correct at the time of going to press. 
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Gubelmann’s accident 


rather better. We telephoned the 
hospital on Tuesday morning, and 
were told that Bill was in the 
Intensive Care Unit and that his 
condition and progress were ‘‘satis- 


As many of you will know, Bill 
Gubelmann was involved in a 
horrifying accident at Mallory Park 
last Sunday. At the Esses, the 
_American’s March 742 rode over the 
rear wheel of Mike Wilds’s Shadow 
flew into the air and hit the bank 
very hard. Soon the race was 
ssouped and Gubelmann was rushed 
to Leicester Royal Infirmary with 
head injuries, apparently in a critical 
condition. But now the news is 


Oliver in? 


With Jean-Pierre Jarier seemingly 
unconcerned about his ‘“con- 
tractual” obligations to the AVS 
Shadow Grand Prix team, the 
Frenchman was busy himself last 
week at Ricard driving the second 
Ligier-Matra. 

hadow team manager Alan Rees 
has been off work recently due to 
ilmess, so we are informed, and 
questions about whether Jarier has 
left the team, and how many cars 
they will run at Ricard this weekend, 
are getting no direct answers. 
However, it is widely tipped that 
Shadow already have a replacement 
lined up, and he is a contracted driver 
also: Jackie Oliver. 

Oliver last drove an F1 car (also a 
Shadow) in 1973, pecteertag George 
Follmer. The Englishman currently 
drives the team’s American Formula 
5000 car (he nearly won the last race 
at Mosport — see page 30), and it 
would seem logical that he is the man 
to fill the vacant seat. Unless 
Shadow intend to get the Frenchman 
back intoaDN8.... 


factory”. Later, Susan Gubelmann 
rang us to say that her husband had 
no broken bones and that his doctors 
were confident of a full recovery. 
Excellent news, and everyone at 
Autosport wishes Bill well, in the 
hope that his stay in hospital will 
not bea long one. 


Wilds enters 
John Player GP 


Mike Wilds, the 30-year-old Team 
P.R. Reilly driver, has been entered 
for the John Player British Grand 
Prix at Brands Hatch on July 18. It 
is hoped he will drive the team’s re- 
cently Pot rn Formula 1 ex- 
works Shadow DN3B, a ira, it 
can be repaired in time following its 
crash at Mallory Park last Sunday, 
where it was extensively damaged. 
The team’s sponsors are Plus 1 
Special Oil Treatment and the 
entrant, P.R. Reilly, are Irish im- 
porters of car components and 
accessories, 

Mike has driven in five previous 
F1 races. In 1974 he drove for Mo 
Nunn’s Ensign team at the Austrian 
and US GPs, and last year he had 
two outings in the Stanley-BRM at 
the Argentina and Brazil races. His 
last appearance at a British F1 race 
was at the British GP at Brands in 
1974, when he just failed to make the 
eri in James Hunt’s loaned 
esketh March 731. 


Things could be worse. Shadow may have lost Jarier, but at least they have 


found a sponsor for Germany and Austria. 


edited by Chris Witty 


HB Bewaking pull out 
— Perkins loses Fl drive 


The news broke late last week that 
the Dutch HB Bewaking Formula 1 
team is no more. It has suddenly 
folded, and the brothers who 
financed the set-up, Rody and Bob 
Hoogenboom, have, so we under- 
stand, decided to pull out. This 
leaves the team’s driver, Larry 
Perkins, plus the British team- 
manager Gordon Horn and two 
pe ja mechanics, more or less high 
an : 


ry. 

“That’s it,” said Horn, when he 
spoke with us earlier this week. “Full 
stop.” Apparently the team had 
intended to contest the whole of the 
European Formula 1 season, plus the 
Canadian and American races at the 
end of the year. 

Having been involved with No 
Nunn’s Ensign team last year, the 
Hoogenbooms_ split with the 
Midland-based team over the winter 
and decided to set up on their own. 
They took possession of the Ensign 
chassis used towards the end of last 
year by Chris Amon, and renamed it 
the Boro (after their christian 
names). They financed and set up 
their own workshops near 
Amsterdam, and employed a 
compact little team to run the car. 
They then surprised a number of 
people by announcing that Larry 


Steve Prior 
resigns from 
Indylantic 


At a meeting between Indylantic 
competitors and others with the 
Formula Atlantic Promotions board 
in Coventry last week, some concern 
was expressed by drivers and en- 
trants about the wellbeing of the 
Indylantic ’76 series as it stands. 

Among several points raised, it 
was suggested by the FAP board 
that a new type of practice/qualify- 
ing procedure should take place 
when the next round gets under way 
at Mallory Park. 

Without going into graphic detail, 
it is akin to a type of qualifying used 
in kart racing which has proved 
successful in that particular field of 
motor sport. Competitors agreed to 
give it a try at the Leicestershire 
circuit. 

Competitors were also told, and 
this was backed up by a press release 
earlier this week, that Steve Prior, 
one of Indylantic’s three founder 
directors, had resigned from the 
Board of Formula Atlantic Pro- 
motions Ltd, Indylantic’s operating 
company. The release quoted Prior 
as saying, ‘“Indylantic 76 is now a 
well-established concept, and sheer 
pressure of my other business in- 
terests are making big demands on 
my time.” 

Alan Lowe, 34, joins Indylantic as 
Managing Director. _ Previously 
Lowe co-ordinated all Marlboro 
Sports Promotions throughout 
Europe as Administrative Controller 
of Charles Stuart, the Phillip Morris 
Europe sports subsidiary. Prior will 
continue to race in the remaining 
eight rounds of the championship. 


Perkins would drive the car this 
os the bespectacled Australian 

aving won the European F$9 series 
in 1975 in his works-assisted Ralt. 

It loked a daunting task for the 
team moving into Formula 1, for to 
pene! alone is now a difficult 
enough task. Not being Formula 1 
Constructors members did not help 
with the financial side, either. How- 
ever, they went to the Spanish GP, 
where Perkins qualified and finished 
10th. At Belgium he again qualified, 
and finished eighth. It was a good, 
steady performance, and it gave the 
team an entry for Monaco. There, 
they did not nog & They blew an 
engine in Sweden, although Perkins 
made the race once again. 

Horn told us that he had expected 
the team to go testing at Ricard last 
week, but when it didn’t happen, he 
feared the worse. 

Apparently the Hoogenbooms 
have told Perkins that they will miss 
the next two races, but if he can find 
sufficient sponsorship himself, he 
can use the car at the Dutch Grand 
Prix. At the moment, they have no 
intention of selling off the project; 
because of the car’s similarities to 
the current F1 Ensign being driven 
so rayon by Amon, some people 
might have been quite interested. 


Amon ‘out’ 
— Lella ‘in’ 


“Last Friday I would have said there 
was no way we were going to go to 
the French Grand Prix this week- 
end.” These were the words of 
Ensign designer Dave Baldwin in the 
absence of team patron Mo Nunn 
when we pase. 5 oned the factory 
earlier this week. ‘However, things 
have changed over the weekend, and 
it now looks as if we’ll make it”, con- 
tinued Bladwin. The chassis was due 
to come out of the jig last Tuesday. 
However, if the team do make this 
heroic effort to get to the first 
practice at Ricard on Friday, then it 
will be without regular driver Chris 


| Amon, who has not yet recovered 


from back injuries suffered in the 
Anderstorp accident. 

It's thought that Ensign would have 
loved to run Bob Evans, but finan- 
cially this was difficult. Lella 
Lombardi, the Italian woman racing 
driver, had sufficient sponsorship to 
make it worth their while. 


Dicksons of Perth 
quit Indylantic 


Richard Scott, current leader of the 
Indylantic series in the Dickson’s of 
Perth Modus, and his team-mate 
Norman Dickson, who drives an 
identical car, are withdrawing from 
the series as of this moment. 

Having purchased a couple of Ford 
Swindon BDX engines so that they 
can contest ShellSport 5000 races on 
more competitive terms, the team 
have decided that in order to cut 
costs, they should only concentrate 
on one series. The ShellSport series, 
they felt, was more worthwhile, as 
they have a chance of winning the 
entrant’s championship because 
they are running twocars. 
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Pace’s Brabham-Alfa 


is fastest at Ricard 


Well, well, well. So the Brabham-Alfa 
has been flying down at Paul Ricard. 
That was the encouraging news 
which filtered back from the south of 
France after the recent weekend, 
where a mini-Grand Prix has been 
taking place as no fewer than nine 
Formula 1 teams took the oppor- 
tunity of carrying out some pre-race 
testing for three days, prior to this 
weekend’s French Grand Prix. 

Most of the testing took place on 
the Thursday and Friday, while a 
couple of teams stayed on over into 
Saturday morning. 

The Martini-Brabham team had 
three cars on hand, although only 
Carlos Pace was there to do the 
driving. The Brazilian concentrated 
on his own regular chassis, plus the 
muletta. The team were trying lots 
of new little detailed changes on 
which designer Gordon Murray has 
been concentrating, and the result 
were times around the 1m 48s mark, 
give or take a tenth either way. In 
many ways, this is a remarkable 
about-turn, for last winter the 
Brabham-Alfas were among the 
slowest cars at Ricard, admittedly 
on the short circuit. 

In Pace’s wake, some 0.7s adrift, 
was James Hunt in the Marlboro 
McLaren M28 before an_ engine 
seized. Then came Mario Andretti in 
the John Player Special, whose 1m 
49.0s remained the best time on the 
Friday, although achieved in the 
heat of the day and not the cool of 
the evening like the Brabham-Alfas. 


Unipart 
Parsons 


In addition to their support of 
Tony Dron in a Triumph Dolomite 
Sprint-powered Formula 3 March 
763, Unipart are also going to back 
another British driver in Formula 3 
this year, starting off at the British 
Grand Prix meeting in two weeks 
time. The lucky man is Dick Parsons, 
whose efforts in the under-financed 
Anson F3 car of late have obviously 
drawn Unipart’s attention to Dick’s 
seemingly lost cause. Parsons, who 
has been using a Dolomite Sprint 
engine in the Anson chassis, first 
drove for the Anson team at Brands 
Hatch several weeks ago, getting on 
to the front row between Bruno 
Giacomelli and vy Keegan (the 
two fastest men in British F'3 at the 
moment) and running a good race for 
an eventual third place. 

The Anson is a privately run one- 
off chassis, built by Tyrrell and 
Brabham mechanics Bob Simpson 
and Gary Anderson. 

@ Following a test session with Team 
Surtees down at Ricard last week, 
Alan Jones flew on to take part in a 
Belgian international rallycross. The 
Australian was driving a “works” 
Toyota, and finished second overall 
to a Lancia Stratos. 

@ Are the Italian press dreamin, 
again? Carlos Reutemann for Tyrre 
and Johnny Cecotto, the 350cc 
Motorcycle World Champion, to go 
F2 in a Minardi March 762 after a 
test session at Misano, okay. 
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John Watson, driving the new 
Penske PC4, was also in the forty- 
nines, one watch getting him at 1m 
49.5s, while Jody Scheckter and 
Alan Jones in their Tyrrell P34/2 and 
Surtees TS19 penpecsivaty got down 
to 1m 49.9s, the Tyrrell six-wheeler 
surprising quite a few ch an by not 
being that quick down Ricard’s long 
1-mile back straight. Jones was 
driving Brett Lunger’s regular 
Chesterfield car, which the American 
took over after the Australian left, 
although he was several seconds a 
lap slower. 

e French Ligier-Matra team had 
two of their JS5 chassis there, for 
Jacques Laffite and “newcomer” 
Jean-Pierre Jarier. Both were re- 
ported to be in the mid-50s, with 
Jarier fractionally quicker. Re 
cording similar times and acclima- 
tizing himself to the circuit, as most 
people were, was Gunnar Nilsson in 
the second J PS. 

One team who were there, but not 
having a _ particularly happy time, 
were the Copersucar-Fittipaldi team. 
A third chassis had just been com- 
pleted and Emerson was on hand to 
give it a shakedown run. Unfor- 
tunately the Brazilian ex-World 
Champion was suffering from a dose 
of ‘flu and spent most of the time in 
bed. When he did run, the team had 
problems with the fuel system and 
the best time achieved was in the 
mid-51s. Also present was Gu 
Edwards in the Hesketh, althoug: 
his times were well off Pace’s pace, 
we understand. 


Hulme goes 
on Tour 
with Lyons 


Denny Hulme is planning to come 
out of retirement and make a return 
to active motor sport. The event is 
the Texaco Tour of Britain. Could 
this be the first time that a retired 
ex-World Champion has made a 
“comeback” in a rally? 

Hulme was pursuaded to do the 
event as long ago as Long Beach, 
where Pete Lyons, our regular Grand 
Prix reporter, managed to get Denny 
sufficiently interested in tackling 
these unique events. 

The car Hulme will use, partnered 
of course by Lyons (who did the 1973 
Tour with Russell Brookes), will be 
the Opel Commodore used so far this 
season in production saloon car races 
by Tony Lanfranchi. As it is in club 
racing, the Commodore will be spon- 
sored by Mayfair magazine, that well 
known and widely read glossary of 
mountain ranges and forests. 

This will be Hulme’s first attempt 
at tackling a special stage. Ap- 

arently he had hoped to drive a 

eyland-prepared car on the 1967 
RAC with Graham Robson, but the 
“foot and mouth” put paid to that. 
This time he hopes his flight all the 
way over from New Zealand will not 
be in vain. 


-Jean-Pierre Jabouille testing the F1 turbo engined Alpine-Renault at Ricard 
— tly. A decision will be taken at Ricard this weekend as to whether the car 
will race. 


F1 Renault © 
decision 
this week 


derivative of the S 
— 


Various nose configurations were tried, Jabouille getting down to Im 11.1s on 
the short circuit. 


The view of the future? 


Pironi will 
race in F3 


Following the Ricard Formula Super 
Renault race this weekend, plus a 
further round at Magny-Cours a 
week later, the FSR series has a six- 
week break. By that stage, Didier 
Pironi shou have won the 
championship which means that he 
will be able to turn his attentions 
towards Formula 8. 

Yes, the 23-year-old Frenchman is 
keen to take part in some Formula 3 
races (he expressed that desire 
earlier this year as we've already 
pointed out) which don’t conflict 
with any of his Elf commitments. 

He told us at Rouen last weekend 
that if a suitable arrangement can be 
found, he would like to contest 
several rounds of the British BP and 
Shell races. The chassis is thought to 
be a works-assisted (unconfirmed) 
March 763. Backing for the deal is 
not expected to come from Elf who, 
like Renault, are not staunch 
supporters of this non-French 
formula. 


Eurovision 
winners at 
‘Stars’ night 


Joining Shirley Bassey at the British 
Grand Prix “Night of the Stars” 
Extravaganza in aid of the Graham 
Hill fund at the Royal Albert Hall on 
Tuesday, July 18, will be Eurovision 
Song Contest winners, Brotherhood 
of Man. Lena Zavoroni and the Chris 
Barber Jazz Band are also on the bill, 
while there are rumours of a duet 
between James Hunt and Patrick 
Moore! With a bit of luck, Bruce 
Forsyth fans might make the effort 
to aie along. Tickets are still 
available, but only from the Royal 
Abert Hall box office. 


@ Following the Norising race, the 
fourth round in the German G4/G2 
championship, the leading positions 
are: 

1, Hans Heyer, 70 points; 2, Bob Wollek, 67; 
3,Reinhard Stenzel, 52; 4, Klaus Ludwig, 50; 
5, age COermceer, 44; 6, Werner Schommers, 
38; 7, Helmut Kelleners, 36; 8, Toine Hezemans, 
ae 3 Faas Neuhaus, 28; 10, Peter Hennige, 
“Subject to licence check at first race. 
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Divina gets her records Arras is next 


On Tuesday, Divina Galica made her 
well-publicised attempts on the 
official British Speed Records for 
Grand Prix cars, and we are happy to 
report that the morning was a 
complete success. The records, most 
of which were set by Lord Angus 
Clydesdale’s Cooper-Maserati back 
in 1969, were about due for breaking, 
but Divina did the thing properly. 
Driving the Whiting-prepared 
Shellsport/Rolatruc Surtees 16 
she first of all went for the flying 
uarter-mile record, held by 
lydesdale at 155.03mph, and beat it 
comprehensively with a new speed of 
171.42mph. And that set the style of 
the day. The flying kilometre (Peter 
Lawson, BRM 4WD, 144.59mph in 
1968) was covered by Miss Galica at 
171.54mph, and she also set new 
figures for the flying mile (previously 
held by Clydesdale at 143.34mph) 
with a speed of 170.61mph. The 500 
metre record (newly established by 


@Fancy owning a Chevrolet Monza 
GT? ht wes I a pretty good car 
for the G5 (and even G2) series over 
here in Europe. Well, Huffaker Engi 


neering have a Monza GT, to IMSA 


_ ification, for sale at $40,000. - 


also have one of their Jaguar 
XKE V12s available at $25,500. In- 
terested? Then Huffaker’s address is 
Northgate Industrial Park, 22 Mark 
Drive, San Rafael, California 94903. 
Tel (415) 470-6705. 


Divina) was left at 172.46mph. Inter- 
estingly, her speed for the mile 
(170.61mph) is exactly the same 
figure as was recorded by Sir 

alcolm Campbell with his 27-litre 
land s record car in 1926, his 
record for the fastest-ever flying mile 
having stood ever since. Divina now 
shares it. 

All the records were set on the 
10,000ft main runway at Fairford, 
Glos, under the auspices of RAC. 
pi ped there were no problems 
with the car, save for a little trouble 
from the rev-limiter. Divina also 
reckoned that her top gear ratio was 
a little too low. She is now officially 
the fastest woman in the country, 
this title’s previous holder bein 
Patsy Burt who once _ record 
168.95mph with her 5-litre McLaren. 

Everyone in the team would like to 
thank the BRSCC (SW Centre) for 
organising the occasion and the RAC 
for making it all official. 


@ Jean-Pierre Jarier, Jacques 
Laffite, Patrick Depailler and Henri 
Pescarolo are just a few of the top 
French drivers who are using the 
Kevlar 49/G2 style crash helmet, 
produced by the French GPA Inter- 
national firm. Any inquiries can be 
addressed to Jacques Samalens at 
GPA, rue du Cog-Gaulis, 77170 
en Paris. Tel: 405- 
41. 


This is Brands Hatch? That's right, people, itis the highly impressive new pits 
complex. 


.. THAT MOST BE THE BEST THING WE HAVE 
SEEN THIS WEEKEND... 


The next round of the FIA- 
—— European Formula 3: 
Championship was due to be held at 
Brands Hatch supporting the Grand 
Prix. However, we must remind you 
that this race was cancelled as a 
championship round earlier this year 
because the original estimates of. 
costs involved gave the race 
romoters cold feet. However, we 

elieve that many of the European 
F3 regulars, like Riccardo Patresé, 
Conny Andersson, Gianfranco Bran- 
catelh, Boy Hayje and Bartram 
Schafer, to name but a few, will be 
coming over to contest what now is a 
non-championship event, @ 
Monaco. 

The next round of the European 
championship will be at the little 
1.18 mile French Croix-en-Ternois 
circuit (nee Arras) which is situated 
not far from Calais, mid-way 
between Le Touquet and Arras on 
the N89, just one week after the 
British GP F8 race. 


@ A couple of weeks ago at Imola 
(June 2), there was a charity race in 
aid of the recent Italian earthquake 
disaster. Several leading Formula 1 
drivers were invited and the cars 
used were Gl-ised Alfasuds. For the 
record Ronnie Peterson just won the 
first heat from Emerson Fittipaldi 
with Arturo Merzario, Loris Kessel, 
Harald Ertl, Renzo Zorzi and Jody 
Scheckter up, leading home bike aces 
Johnn ecotto and Giacomo 
Agostini. Ertl won the second heat 
by O.1s from Merzario, with 
Scheckter and Kessel next up. 
Merzario won on aggregate, and 
took the fastest lap. 


@ Bernard De Dryver, the young 
Belgian Formula 2 driver, who 
started the season off by trying to 
food the Spanish-built Belgian- 
inanced Van Hool, tells us that the 
car has been returned to Spain, and 
it is doubtful if it will be seen again, 
certainly in de Dryver’s hands. 


@ An interested spectator at Rouen 
last weekend was Tony Trimmer. 
aad won the first two rounds of 
the Indylantic series, and then seen 
his loaned Lola taken away from him 
(and no Maki F1 car) for Trimmer it 
was a case of watching with envy. 


@One reason why Huffaker Engi- 
neering are selling off their British 
Leyland racing stock is because 
Datsun have shown interest in 
giving this American firm a “works” 

eal in SCCA Production GT racing 
next year. 


GERRY MARSHALL ... 
IN A LEOTARD. 


racecard 


Porsche win at Enna 


If the Porsche 935 was out of luck at 
the Osterreichring last weekend, 
then there were no such problems for 
the 936 at Enna. Crewed this time by 
Jochen Mass and Rolf Stommelen, 
the Le Mans-winning car was ten 
laps ahead of its nearest rival when 
rain — yes, rain — brought things to 
a premature halt. 

On sheer speed, the Alpine 
Renault team have had a slight ad- 
vantage over Porsche all season 
long, and the pattern was main- 
tained in qualifying at Enna. The 
Renault management (or was it the 
unions?) had decided that Patrick 
Depailler could now be forgiven for 
the debacle at the Nurburgring 
earlier in the season (which was not 
Patrick’s fault, in any case), and the 
Tyrrell F1 driver was back in an 
A442, partnered by Jacques Laffite. 
The latter set the quickest time in 
practice with 1m 35.56s, followed by 

e sister car of Jarier/Pescarolo 
which went round in 1m 35.74s. 
Third quickest was the Alfa Romeo 
33 TS 12 of Arturo Merzario and 
Mario Casoni (1m 36.02s), which had 
a virtually trouble-free time through- 
out practice. Then came the Porsche, 
on 1m 36.24s. It was strictly a four- 
horse race, for the next qualifier, 
Truffo’s Osella-Ferraris, was five 
seconds away. 

When the flag went down, there 
was immediate drama for Merzario, 
the little Italian heading his Alfa for 
the reve the fuel injection pump on 
the blink. Also from the front row, 
both Jarier and Depailler made bad 
starts, JPJ getting away last of all. 
At the end of the first lap, Mass had 
the 936 in front, followed by Depail- 
ler, Truffo, a very on-form Lombardi 
(Osella-BMW) and Jurgen Barth’s 
Porsche 908. 

Jarier recovered quickly from his 
awful start, and was up to fourth 
after five laps, some indication of the 
overall competitiveness of the field. 
Also flying was Merzario, already up 
to 5th after his brief pene. At the 
front, Depailler took his Alpine past 
Mass and started to go away. By lap 
twelve, the Frenchman was ten 
seconds clear. In the meantime, Mer- 
zario, well and truly wound up, had 
passed Jarier and was reeling in 


Al Unser reaffirmed the faith the 
American Vel’s Parnelli team have 
shown in the turbocharged Cosworth 
DFX engine when the two-time Indy 
500 winner was, quite simply, the 
man of the race at the Schaefer 500 
USAC race, held at Pocono last 
Sunday. 

With practice having been rained 
off, the grid order was determined b 
lots and Al found himself way back 
in sixteenth place on the 33-car grid. 
On the front row were Johnny 
Parsons and Billy Vukovich in their 
Eagle-Offys and Mario Andretti’s 
CAM2 McLaren-Offy M16C. 

When the race started, it was A. J. 
Goyt’s Gilmore Coyote pushing 
through from the middle of the 
second row chased by Andretti, 
Gordon Johncock’s Wildcat, Indy 
500 winner Johnny Rutherford in his 
works Hi-Gain McLaren and then Al 
Unser. Foyt who, with Unser, had 
been quickest in pre-race testing, 
didn’t last too long. His engine blew 
up on lap 35. Johncock was also out 
fairly early and a spate of early 
yellow caution periods prevented 
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The Parnelli-DFX strikes 


Mass. Up at the front, anyway, this 
was exciting stuff. 

Merzario’s moment of glory was 
all too brief, however. Out on the cir- 
cuit, the Alfa collided with another 
car, and Art came in once more, this 
time for attention to the suspension, 
which had suffered in the coming- 
together. His stop took 1m 40s, 
losing him a full lap, as well as his 
third place. 

For a long time, the leaders now 
held station, with Depailler leading 
comfortably from Mass and Jarier. 
After an hour and a half’s racing, the 
front runners began to make their 
first stops, Laffite taking over from 
Depailler, Pescarolo from Jarier. 
Meanwhile, Jochen Mass stayed out 
there, building up a lead over the 
French opposition, which was halved 
on lap 51 when Jacques Laffite failed 
to come round. The A442 had come 
to a halt out on the circuit, its engine 
blown. At the same time, Merzario 
finally gave up the unequal struggle 
with his Alfa and abandoned for the 
pon Consequently, there were now 
only two cars in contention. 

A few laps later, Mass brought the 
Porsche in to hand over to Stom- 
melen, and Rolf returned to the fray 
with a lead of 40s over Pescarolo. 
Jarier had ey gear selection 
problems with the car during his 
stint, but Gerard Larrousse had told 
Pesca to have a real go at catching 
the 936, and the Frenchman gave it 
everything he had. Twenty laps 
later, the gap was down to four 
seconds, an Henri had Rolf well and 
truly in his sights. Sadly, however, 
that was as close as they came to a 
battle, for the Alpine’s gearbox 
finally let go, and that was that. Rolf 
could now cruise with an easy mind, 
with norival left in the race. 

Thirty laps later the rain started. 
Witha apery and dangerous track 
and a leader ten laps clear of the 
field, there seemed little point in pro- 
longing the agony. The Clerk of the 
Course held out the flag. A little over 
an hour early, the race was over. 
Mass and Stommelen finished ten 
laps ahead of Pettiti/Filannino 
(OsellaBMW), with Sterzel and 


Gimax taking third with their 
March-BMW. 


anyone breaking away. Therefore 
the order of Rutherford, Andretti, 
Unser, Wally Dallenbach (in the 
second Wildcat) and Mike Mosley’s 
Sugaripe Prune Eagle remained very 
close for lap after lap. 

Unser lost a lot of time with a 
blow-out in front of the pits and by 
the time he’d pitted, replaced the 
tyre and rejoined, he was almost two 
laps down. However, the superior 
speed of the DFX-powered Parnelli 
pulled it gradually back into conten? 
tion so that when everyone was due 
to make their final fuel stops, Unser 
had just retaken the lead from 
Andretti! 

The Parnelli held station, a couple 
of seconds or so, all the way to the 
flag while Andretti came under a 
last-minute attack from Mosley, the 
latter winning through because 
Mario quit with a lap to run, the 
engine about to expire. Dallenbach 
was next up ahead of Rutherford, all 
four of them covered by around 12s. 
It had been a good race, and it was 
Unser’s first 500 victory in five 
years. 


EUROPEAN 
FORMULA 2 
CHAMPIONSHIP 


a 
Hockenheim 
lol lols» Thruxton 


Driver 

Patrick Tambay _ 
Jean-Pierre Jabouille 
Maurizio Flammini 
Rene Arnoux 

Michel Leciére 
AlexRibeiro 
Giancarlo Martini 
Roberto Marazzi 

Willi Deutsch 

Eddie Cheever 

Keijo Rosberg 

Ingo Hoffmann 
Harald Ertl . 
Sandro Pesenti-Rossi 
Klaus Ludwig 

Hans Heyer 

Francois Migault 
Jean-Pierre Jaussaud 
Freddy Kottulinsky 
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EUROPEAN 
FORMULA 3 
CHAMPIONSHIP 


Nurburgring 
dvoort 


Zan 


Driver 
Riccardo Patrese 
Conny Andersson 
Bertram Schafer 
Gianfranco Brancatelli 
Marc Surer 
Clas Sigurdsson 
eaten | 
uiseppe Bosoni 
Hakan Alriksson 
Werner Klein 
Piercarlo Ghinzani 
Boy Hayje , 
Francesco Campaci 
Gaudenzio Mantova 
Jochen Dauer 
Lamberto Leoni 
Fernando Spreafico 
Orazio Ragaiolo 
* cancelled. 
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Riccardo Patrese, European F3 Championship leader who won at Monza. 


WORLD CHAMPIONSHIP 
FOR MAKES (G5) 
2 £ 
TEE 
2333 
Manufacturer Nat 

1 Porsche D 20 20 15 15 
2 BMW 3.15 20 20 
3 Ford GB 2— 6 — 
4 de Tomaso | —- 2 --= 
5 Lancia ! we) Bye, tae 
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Arpiainen and team-mate dominate 


Markku Wekara also in a Veemax. 
Third was Hans Royer in the works 
Bosch-Kaimann ahead of Eugen 
Pfisterer’s similar car. 


Supporting the GT cars at the 

orisring was a round of the 
European Castrol GTX Formula 
Super Vee series. And guess who 
won? Yes, Mika Arpiainen. 

The Finn once again dominated 
theracein this Finnish-built Veemax, 
but it was the man who came second 
who caused a surprise, Arpianen’s 
Finnish unknown team-mate 


Notable retirements were Peter 
Scharmann’s ToJ with a blown 
engine, while Kennerth Persson’s 
Kaimann collided with Jochen Engel 
and Dieter Engle. 


AUTOSPORT, JULY 1, 1976 


MLM Ca ees cacecard 


Patrese stars at Monza 


— Andersson gives vain 
chase—South’s puncture 


Riccardo Patrese was the hero of the 
hour in Italy last Sunday. No, he 
hasn’t been elected president (not 
pes anyway) but he won the Monza 

otteria Formula 3 race in such a 
convincing style that it must be just 
a matter of time before he is snapped 
up by a worthwhile Grand Prix team 
as a longterm prospect. Bruno 
Giacomelli and Rupert Keegan may 
be the kings of F8 in Britain, but 
Patrese is attempting to become the 
“king” of Europe by winning the 
European F8 series, of which Monza 
was a qualifying round. 

Driving his familiar Trivellato/Ste- 
bel Chevron-Toyota B34, the 23- 
year-old Patrese won his heat and 
then the final, beating his arch-rival 
Conny Andersson by almost 9s over 
15 laps of the full Grand Prix circuit. 

A fine entry was received by the 
Italian organisers for this race 
which, last season, carried the status 
of a BP Championship round. This 

ear it was the sixth round in the 

uropean F8_ series which is 
currently led by Patrese. In fact, he 
and Andersson have made this cham- 
pionship a two-horse race, and with 
something like four rounds left to be 
run, it does not seem that anyone 
will catch them. 

British interest at Monza centred 
around the works March team which 
took along both their regular British- 
based cars for Italian Bruno 
Giacomelli and Brazilian Aryon 
Cornelson while Stephen South was 
also there in his similar Bogarts 
March 763. Team Modus took two 
cars for Willi Siller (Walter Wolf's 
protege) and Paulo Gomez (Carlos 

‘ace’s proteg while Doctor J bay 
Ehrlich had his two regular cars for 
Richard Hawkins (ES5) and Pierre 
Dieudonne (March 743). Rupert 
Keegan was also there, although 
only as a spectator and helping(?) his 
regular mechanics look after “Dodo” 
Regazzoni’s (Clay’s younger brother) 
March which is based at the same 
workshops back at Bicester. 

There were two practice sessions 
which, on overall times, determined 
who would start in which qualifying 
heat, the fastest 12 from each going 
forward to the final. The grid for one 
heat was made up in the order of 
fastest, third, fifth and so on, with 
second, fourth etc. going into the 
second heat. 

Fastest overall in practice was 
Gianfranco Braneatelli in his 
Speedprint March 763 at 1m 53.20s, 
a clear 0.4s quicker than Patrese 
while Andersson was the only other 
driver in the fifty-threes at 1m 


53.96s. Then came Alessandro 
Pesenti-Rossi’s March 763 (im 
54.15s), Giacomelli (1m 54.21s), 


Piercarlo Ghinzani’s March 763 )1m 
54.53s), Boy Hayje’s Ralt RT1 (1m 
54.70s), Francesco Campaci’s March 
743 (1m 54.89s), South’s March (1m 
55.21s), Orazio Ragailo’s March 753 
(Im 55.40s), Guiseppe Bosoni’s 
March 763 (1m 55.40s), and then 
Daniele Albertin’s Modus M1 (1m 
55.48s), Ferando Spreafico’s 
Chevron B35 (1m_ 55.58s), Ulf 
Svensson’s Ralt RT1 (1m 55.60s), 
Bertram Schifer’s Ralt RT1 (1m 
55.6s), Gaudenzio Mantova’s Ralt 
RT1 (1m 55.99s), Dieudonne (1m 
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56.10s), Gomez (lm _ 56.14s), 
Lamberto Leoni’s March 763 (1m 
56.20s), Sandro Cinotti’s March 763 
(1m 56.28s), Siller (1m 56.32s) and 
the rest. 

South’s practice was full of drama 
as the Londoner clipped the kerb at 
the first chicane in the first session 
and destroyed a corner. This was 
hastily repaired for the afternoon 
when he set a good time, among the 
top ten. Hawkins blew an engine and 
later damaged his car in the heat, as 
did Gomez. 

Patrese won his heat with com- 

arative ease, Pesenti-Rossi giving 
im no trouble. However, the secon 
heat had all the recognised faster 
drivers. There was a lot of creepin 
and away, bursting into the lea 
went Andersson pursued’ by 
Brancatelli and Giacomelli. As for 
South, he unfortunately picked age 
uncture at the first chicane. He 
imped back to the pits, replaced it 
but was too far down to make the 
final. 

It was obvious that Patrese had a 
hidden advantage, despite the fact 
that Andersson’s heat had been 8s 
quicker, partly because of the 
company he was keeping. 
Apparently the Chevron can brake 
very much later than the Marches 
and Ralts according to Andersson 
who reckons “he gains as much as 25 
metres at every corner’. The 
Chevron also seems to ‘‘kerb hop’”’ 
well which March and Ralt drivers 
find difficult to do, for fear of 
damaging their monocoques. 
Andersson reckons there’s work to 
be done if anyone, he especially, is 
going to stop Patrese’s progress. 

Conny managed to get the jump on 
Riccardo at the start of the final and 
Brancatelli was also through. For a 
moment it looked like the Speedprint 
Marches may have the legs over the 
Chevron but after a couple of laps, 
both were picked off and away he 
went. “It was losing about half a 
second a lap’’, said Andersson after- 
wards, and this was borne out by 
Patrese’s winning margin of nearly 


9s. 3 

An ay retirement, having been 
with the leading bunch at the start, 
was Giacomelli whose March broke 
its gearbox, putting out the Monaco 
winner while Brancatelli also quit a 
couple of laps later with a broken 
metering unit drive. 

This left Andersson in vain pursuit 
of the leader. Further back a dice 
was in progress between Hayie, 
Mantova and Svensson, their Ralts 
evenly matched. Hayje triumphed, 
the Dutchman eventually finishing 
2s in front of Mantova while 
Svensson had the misfortune to 
retire near the end. Italian drivers 
Bosoni and Ragailo completed the 
points-scorers. 

@ Alain Prost continued his Didier 
Pironi-style of winning, (this time in 
the national Formule Renault series) 
at Rouen last Sunday. Prost notched 
up his sixth win.in six starts and 
looks likely to be moving 2 into the 
Super section next year. For a 20- 

ear-old in his first season, this ex- 

artin champion (a _ French 
Riccardo Patrese?) looks likely to 
succeed. 


It’s Wollek and Ludwig 


The lure of the Deutschemark drew 
many of the prominent German 
teams away from the hills of the 
Osterreichrin to the concrete 
stadium which forms the Norisring 
circuit, situated just to the north of 
Niirnberg, scene of many of Hitler’s 
Nazi rallies. 

The feature race was a round of the 
German national G4/G2 series, and 
this was split into two separate 
events, as it is every year, for the 
smaller Division 1 (2-litre) cars and 
the larger Division 2 (over 2-litre) 
cars. Both races were held over 70 
laps, just over an hour’s racing 
around this 1.4-mile public-roads 
circuit. 

Practice for the 2-litre division saw 
championship leader Hans Heyer on 
the pole in his familar Zakspeed 
Escort, with Peter Hennige’s similar 
car 0.5s behind. Then, on an identical 
time, came Jorg Obermoser’s GS 
Tuning BMW 2002 and Klaus 
Ludwig’s Zakspeed RS. 

There was some dispute before the 
start of the event because the 
organizers banned the use of water- 
cooled brakes. This circuit is particu- 
larly notorious for wearing out 
brakes, and the teams felt it would 
be dangerous not to use them. The 
organizers eventually relented, but it 
had only really affected one of the 
leading teams; Obermoser’s. A DM1 
(18p) token fine was imposed, and 
the BeeEm fitted the system. How- 
ever, it was all in vain, for Obermoser 
retired mid-way through the race 
while lying third, when the gear link- 
age broke. 

Despite his second row grid 
lacing, Ludwig was soon into the 
ead, his car having the legs over 
Heyer whose rear axle ratio was a 
little too long, losing him time here 
and there. Such was the intense heat 
(was it cold anywhere in Europe last 
weekend?) that Heyer had a special 
water spray installed in his car which 
lubricated his face at will. 

Ludwig ran out the winner in the 
end, beating Heyer by 12.8s, while 
Hennige completed the Zakspeed 
domination by coming in next, albeit 
a lap down. Fourth was yet another 
Escort, this being Werner 


Pironi’s eighth 


So far this year, there have been ten 
rounds of the French Super Renault 
(dubbed ‘European’ because _ it 
allows them to race outside France) 
series. In the first two, Didier Pironi 
was leading and looked a likely 
winner. Running out of fuel just 100 
metres from the line dropped him to 
second at Le Mans while the battery 
fell off at Nogaro. Since then, Pironi 
has won all the races, Rouen being 
his eighth on the trot, last Sunday. 

In England, such dominance 
would bring cries of ‘‘bent engine” 
but in these races, the cars are 
weighed and the engine and gear- 
boxes stripped and checked after 
every event. ‘“‘Cheat?” Not Pironi; 
just a very good driver. 

He put the familiar EIf/GPA 
Helmets-backed Martini Mk18 on 
the pole, having been the only driver 
to break the 2m mark. Alongside him 
was Christian Ethuin in his similar 
car. 

From the start, Pironi catapulted 
off into the lead, chased by Dany 
Snobeck in his BP Racing Martini 
and Alain Cudini’s Lola T410. For 
the. first couple of laps, this pair 
stayed in touch before Didier in- 
creased his pace and the lead 
gradually widened, Pironi eventually 
winning by 10.1s and setting the 


compa maak Grebs Grabs RS on 67 
ps. 

The over 2-litre race was a lot 
better in comparison. Fastest in 
practice had been Hockenheim 
victor Toine Hezemans in the Georg 
Loos Porsche 934 Turbo at 55.8s. 
Second, initially, was Tim Schenken 
in the team’s sister (Tebernum) car, 
although the time was set by 
Hezemans, which brought cries of 
protest from the Erwin Kremer 
team. They were justified, and Bob 
Wollek hopped onto the front row 
with his regular G4 934 Turbo and 
Schenken went back one, keeping 
company with Hartwig Bertrams’s 
similar car. Then came Helmut 
Kelleners in his familiar Max Moritz- 
prepared Jagermeister example 
(toothache and turbolader trouble, 
we hear), Hans Heyer (in a second 
Kremer turbo) and then Clemens 
Schickentanz in the first of the non- 
turbo Carrera RSRs. : 

The race featured a great battle 
between Hezemans and Wollek, the 
Dutchman doing much of the lead- 
ing. Further back, Schenken retired 
after 15 laps with technical 
problems, while Bertram’s car broke 
a halfshaft on the line. However, the 
man who was going well, having 
started well down because he broke 
two gearboxes in practice, was 
Reinhardt Stenzel in the second 
Jagermeister car. 

Although unable to match the 
pace of the two leaders, Stenzel 
caught his team-mate Kelleners to- 
wards the latter stages, Helmut 
being forced into the - with only 
seven laps to go with a punctured 
tyre. It dropped him to seventh. 

Up front, it looked as if Hezemans 
would get his second win in a week, 
but this was not to be. With 10 laps 
to go, the alternator belt broke and 
the battery gradually ran down, 
slowing the Porsche at the same 
time. Toine struggled or at greatly 
reduced speed and finished 11th, 
seven laps down. 

This left Wollek a clear winner 
from Stenzel, while Schickentanz 
and Jurgen Neuhaus were next up in 
their normally aspirated (and more 
reliable) Porsche Carreras. 


in a row 


fastest lap en route. 

Attention then turned not to the 
battle for second place which had not 
yet started, but the pote | for 
fourth which involved the Antar 
Martinis of Jean-Louis Boysquet, 
Marc Sourd and Jacques Coulon, 
plus Ethuin and Snobeck’s team- 
mate Serge Saulnier, also in a 
Martini. 

An early retirement was regular 
front runner Richard Dallest who, 
following a disagreement with his 
Equipe Danielsson team (Cudini’s 
team), now runs a Martini himself, 
even though he preferred his Lola. 
Dallest quit after a lap with a broken 

earbox while a little later on. 

thuin’s engine went sick and he 
dropped back out of his oup 
eventually to splutter home 11th. 

At around mid-distance, Snobeck 
came under pressure from Cudini 
which resulted in the Lola passing 
although an excellent drive was put 
in by Sourd who, having ip shy up 
through his bunch, pulled clear and 
got Snobeck with a couple of laps, 
also doing the same to Cudini on the 
last lap. j 

If Puroni wins at Paul Ricard this 
weekend, he has all but clinched the 
championship: the best 12 results 
count. 


ae 


Jean-Pierre Nicolas pa 


ced himself superbly; the strong 504 never let him down, and he 


Tortoise-style triumph 


Tremendous victory for Peugeot against very strong opposition — Cautious drive from Munari — Fiats 
lose lead in the last dramatic hours — Works Fords fail early on — A unique and challenging event — 
Report: HENRY LIDDON — Photography: HUGH BISHOP 


Tazenakht lies south of the Atlas Moun- 
tains on the old caravan trails into the 
Sahara and during the hours of darkness on 
Friday night, this ancient red-walled village 
once again witnessed a caravan... . but 
this time of service vehicles setting up camp 
to await their respective cars competing in 
the 1976 Moroccan International Rally. 

The night was black, except for the 
millions of stars shining as only they can 
when viewed from the desert. In silence 
except for the occasional bark of a dog or 
the cough of a camel, Fiat were patiently 
waiting for Bacchelli and Alen, who had 
entered this trans-Saharan special stage of 
around 800kms in the lead from the 
pursuing horde of Peugeots. The Ford chal- 
lenge had already faded, with both Clark 
and Makinen out before Marrakesh — 
indeed, the pace had been hard, with many 
route changes from unexpected rains. 
Munari had played a magnificent waitin 

ame and the desert fox himself, 

eschaseaux, was entering his country, so 
anything could happen. 

Wait, wait, wait... . That was all crews 
could do. This was a new route for the rally, 
owing to the political disturbances in the 
south; the organisers had changed the route 
out of Agidir to run through Irherm and 
Taliouine, thus avoiding the sensitive areas 
around Tata and, incidentally, avoiding 
the notorious ‘Shekhar Mehta’s hole’, 
which although well-known last year, 
claimed such notables as Waldegaard and 
Consten. So the service crews waited — 
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expecting at any moment to see lights 
appearing over the flat and fast road before 
Tazenakht. 

Squatting with their camels in the sand, 
the Arabs were also waiting. This indeed 
was going to be a night to remember — they 
had seen a few cars in practice but tonight, 
sometime, the rally would come! Suddenly, 
to the West, the flickering lights of an 
approaching car. ... Everyone stirred, the 
service crews were ready, and the village 
was bathed in light as Fiat started their 
mobile generator. Although the road into 
the village is incredibly fast for some 85km, 
it seemed a long time before the lights came 
any nearer, and then suddenly over the last 
brow, there were the lights. ... but they were 
French yellow! 

So where were the Fiats? Dismay in the 
Fiat camp. With a roar, the car passed 
through the village in a cloud of dust — but 
it wasn’t a rally car, just a tourist! Off with 
the generator, and wait, wait, and wait. 

At 1.47am there was no mistake, the 
brighter glow of 100 watt bulbs and coming 
fast! This was it! You could hear the engine 
over the last brows, they were yellow French 
lights again, and as the car passed through 
the village there was no mistaking Jean- 
Pierre Nicolas in his Peugeot 504. Nicolas 
had always been among the leaders and had 
in fact started 6mins 5secs behind the Fiats, 
and had now taken the lead. Down a gear, 
through the village, out onto the desert piste 
towards Foum-zguid for a. routine tyre 
change and petrol fill. 


WC 


WORLD RALLY & 
CHAMPIONSHIP 


Consternation among the Fiat personnel. Could 
this bea repetition of 1975, when Alen had broken 
his Fiat Spyder on the long stage? Another 13 
minutes were to pass before another car. It was 
Simo Lampinen, and still no sign of the Fiats. At 
2.15 in the morning — at last — white lights: it 
must be one of the Italian cars. Indeed it was, but 
it didn’t sound like a Fiat. It wasn’t — it wasa V6. 
Sandro Munari, driving a brilliant waiting 
game, brought the sole Lancia Stratos “into the 
rgd for petrol, oil and one rear strut change — 
is only mechanical problem on the whole rally. 
He was away again at 2.3lam, but meanwhile 
Dechaseaux in his 2200 Citroen CX had swept 
silently through to his service crew, repairing 
lights, filling with fuel and departing some 15secs 
in front of the Stratos. And still no Fiats! 
Although there were over 600kms left in two 
special stages (like two Scottish Rallies!), the 
scene was set for another Peugeot win, in this the 
sixth round of the 1976 World Rally 
Championship. But back tothe start. ... 


ROUTE 


June in Morocco is hot — and by then the spring 
rains should have finished, with the mountain 
tracks repaired. But this year it was different. 
Like on the last two World Championship rallies, 
the weather was a dominant factor. The rally is 
perhaps unique — it has everything: two short (by 
Moroccan standards) tarmac stages which would 
find favour with any Coupe des Alpes organiser, 
two desert stages (one of which was scheduled to 
be over 800kms long), and three twisty moun- 


Timo Makinen/Henry Liddon seen at the start of stage six, 


in an engine-room fire. 
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tainous gravel stages of 80, 205 and 238kms, a 
warming up selection stage of a mere 94kms. The 
total route is long, over 5000kms, but the road 
averages are pee ph aeieks J generous, with night 
halts in Rabat and Marrakesh. A simple formula 
for a classic event. 

Unfortunately, this year politics in the south 
and uncertain weather caused last-minute route 
changes and stretched the organisation to its 
limit, but every credit must go to them for run- 
ning the event at all under such difficult 
conditions. 


ENTRY 


The entry was interesting. Fiat were trying their 
still new 131R Saloon for the first time on really 
rough roads. They had practised well, a 
the first initial recce in Fiat four-wheel drive 
vehicles, and had done considerable testing on the 
previously fragile Abarth saloon — they were 
quick, but would they survive; Fiat had a mam- 
moth service back-up, with a poe and informa- 
tion service and the usual superb Pirelli tyre service 
(which included the fabulous P7 tyre, similar in 
concept to the A2 but with heavily reinforced 
sidewall ribs). The crews for these impressive cars 
were Maurizio Verini/Nini Russo at five, Markku 
Alen/Ilka Kivimaki at eight and Fulvio Bacchelli 
Franco Rossetti at nine. 

With extra air filters, the cars were alleged to 
be preceding between 185 and 190bhp, but they 
were very li 


ight and low geared, which was 
pene going to prove a problem on the longer, 
aster stages. 

The Ford Motor Company had a two-pronged 
attack. Ably supported ie BP, Ford France had 
entered three group 1 RS2000 Escorts. The cars 
were originally built in Germany but had been 
prepared in Boreham and finished in France — a 
truly multi-national entry. The crews were Guy 
Chasseuil/P. Chonez, Miles Verney and Fouquet, 
and G. Sainpy/M. Borens. 

From Ford (England), Boreham had sent two 
cars, both RS1800 Escorts to Safari specification. 
Indeed, the car for Timo Makinen/Henry Liddon 
should have been their actual Safari car, while the 
second car was for Roger Clark/Jim Porter, sup- 
ported by a large and well-equipped service fleet 
(all of whom carried their “space blankets” as pro- 
tection against the desert sun, which they were 
destined not to see!). : 

Lancia entered a single Safari spec Stratos 
complete with roof-mounted second spare wheel 
for Sandro Munari/Silvio Maiga, with strict 
instruction to finish at all costs for WCR points. 

By far and away the largest entry came from 
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Automobiles Peugeot, who had prepared no fewer 
than seven vehicles for the event including a 
superb V6 Coupé for Hannu Mikkola/Jean Todt 
and two new 504 saloons for Simo Lampinen/Atso 
Aho and Jean-Pierre Nicolas/Jean-Claude Gamet. 
Two ex-safari 504 saloons had been re-prepared 
and painted pink for the Aseptogyll girls, 
Christine Dacremont/Y. Vanoni and Marianne 
Hoepfner/‘‘Biche”. The latter crew were diminu- 
tive proportions, only weighing a total of 92 kilo- 

ams combined! A fifth 504 saloon was crewed 

y Jean-Claude Lefebvre/“JuJu” Flocon. 

Perhaps the only other contender for an out- 
right win was the works-prepared Citroen 2200CX 
for Jean Deschaseaux/Plassard, who probably 
know more about the desert tracks than anyone 
else! This car, prepared by Citroens, had a nearly 
standard angie and was allegedly testing suspen- 
sion for any future Marathon rally. 

There were 108 entries, of whom the majority 
were naturally French, with very regrettably onl 
two British crews tackling this international. 
They were Tony Fall/Paul Hadley and R. 
Wiltshire/A. Paton both in Opel Kadetts, the 
former with a 1900cc engine and the latter 1200cc. 

A very strong entry of private owners came to 
the start in Casablanca, but not before scrutin- 
eering which took place in the centre of Casa- 
blanca during Sunday and Monday. Many cars 
had problems, notably Ford and Peugeot, the 
scrutineer objecting to Safari foot grips at the 
rear, lamp brackets on the wings, non-transparent 
oil catch tanks, and the lack of bonnet catches. 
The Peugeot team had also to modify their excel- 
lent “through the boot-lid” rSadling system, 
while British privateers Fall and Hadley per- 
suaded the scrutineer that their windscreen 
washer bottle was their oil catch tank! This same 
crew complied with the regulations requestin 
country of driver to be displayed phere the wind- 
screen, with the following inscription: “YORK- 
SHIRE/DORSET”! 


Roger Clark, having completed his recce, flew 
home for the weekend and gave Peter Ashcroft a 
few anxious hours when he failed to re-appear on 
schedule (his travel agent had mis-read his time- 
tables, and Roger was forced to spend an un- 
scheduled night in Gibraltar — but at least they 
do have British beer there!). He arrived breath- 
lessly in Casablanca 15 minutes before his 
scrutineering time in a hired Renault 4 from 
Tangiers.... 


Well before the start, fate struck a bitter blow 
to the Peugeot mechanics when Mikkola’s new V6 
Coupe was involved in a road accident soon after 
leaving the factory on a trailer bound for 
Morocco! The towing vehicle had a front wheel 
puncture and the whole outfit eventually rolled 
down the Autoroute embankment, which meant 
that the second V6 Coupe (which was in fact 
Makinen’s drowned Safari car and scheduled to be 


oe . 
crossing the infamous river at Rich. Their rally was fraught with problems and culminated 


Mikkola’s practice car) was refurbished to become 
Hannu’s rally car. 


RALLY 


On Tuesday morning, a simple 90kms run out of 
Casablanca towards Khatouat brought com- 
petitors to TC1 and the first special stage, the 
results of which were to provide the re-starting 
order fnom Rabat the following morning. The 
95kms stage was particularly rough, and soon 
after the start Lampinen, letting the tail of the 
Peugeot swing a little wide, suffered two punc- 
tures. These, coupled with the necessity to stop at 
a service halt for more spare tyres, lost him some 
5mins on team-mate Nicolas. During this stage 
there were several controversial short cuts which 
the organisers should, for future years, authorise 
or block. In fact, Bacchelli in the Fiat nearly 
collided with Munari in the Stratos where one of 
these short cuts re-joins the main track. 

So, after a very simple day’s run, competitors 
had a night halt in Rabat, the capital, before the 
start proper on Wednesday morning. The fastest 
10 cars in the first special stage, and thus the re- 
starting order, was as follows: 


1, Alen (Fiat), 1h 03m 45s; 2, Bacchelli (Fiat), 1:05.43; 3, Verini 
Fiat), 1:05.44; 4, Mikkola (Peugeot 504), 1:05.51; Nicolas (Peugeot 


504), 1:06.01; 6, Makinen (Ford Escort), 1:07.14; 7, Clark (Ford 


Escort), 1:07.53; 8, Deschaseaux (Citroen CX), 1:10.28; 9, Munari 
Lancia Stratos), 1:11.20; 10, Prive (Renault 17G), 1:11.29. 


The morning was unexpectedly dull and, as 
light rain fell (something not often seen these 
days in England, let alone Morocco), crews were 
handed an “additive” with a major route cae 
which was to prove troublesome. This cut the 
238kms Tizi-n-isly to Midelt stage to a mere 
61kms! 

Special Stage two, the 78kms from Khemisset 
to Oulmes, starts on very fast tarmac, and soon 
leads into fast sweeping gravel uphill until around 
half-distance, when the road deteriorates into a 
rough, twisting, narrow track. Mikkola, even with 
such a large car, was fastest from Makinen and 
Bacchelli, while Nicolas and Clark had punctures, 
and Fall’s Opel broke its gearbox and retired. 

$S2: 

I Mikkola, 1:05.54; 2, Makinen, 1:06.25; 3, Bacchelli, 1:06.40; 4, 
Alen, 1:08.02; 5, Clark, 1:08.52. 

By now the sun had broken through, and it 
became really hot. Ford’s Mick Jones was ser- 
vicing from a well-equipped tent attached to his 
service car, where both the Escorts’ rear tyres 
were weg og te finished, which did not augur 
well for the long stage in the south! They had 
been running with a cold tyre pressure of around 
45psi in the rears, which so far had successfully 
cured any puncture problems; but this pressure 
naturally increased somewhat when hot, and it 
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madethe ride very hard. 

Soon after Khenifra, competitors were faced 
with the changed itinerary. The organisers had 
listed three villages through which to pass, but 
with no mention of a control to ensure that they 
did. The majority of the early runners chose to use 
a good main road to the start of the next special 
stage, thereby not complying with the organisers’ 
instructions. The Fords of Makinen and Clark both 
chosethe official but longer and moredifficult route 
(principally so that they could visit their service 

oint at Tizi-n-isly, and not for any moral reason). 
It was lucky for Makinen that he did, for, climb- 
ing out of ElKsiba not far from the Hostellerie 
Henri IV (an excellent mountain hotel), the oil 
gauge fluctuated and on investigation the crew 

found a rubber oil pipe had fractured, with a vir- 
tual complete loss of all oil resulting. But fortu- 
nately they had just passed an English Land- 
rover and on stopping the three occupants, it was 
discovered that they were on their way from 
Tamanrasset in the Sahara and had in fact suffi- 
cient oil to spare (three gallons), which enbaled the 
Escort to limp to the next service point. There 
they found that team-mate Clark had his own 
problems with a broken water hose and Panhard 
rod. After servicing, the Escorts departed in an 
attempt to follow the official route to the next TC. 


However, with a map whose scale was one to a 
million(!) it was more a matter of looking to the 
mountains than the map, and both crews arrived 
late, to find that the “short-cutters” had enjoyed 
a pleasant hour’s rest and swim in a nearby 
stream. The majority of private owners 
attempted the official route, and all of them found 
it difficult. For the higher numbers, the arrival of 
a late afternoon rain storm did not help! The 
organisers admitted an error and on the return le 
re-routed the itinerary via the main tarmac roa 
and cancelled all time penalties. 

There then followed the third special stage, 
which although shortened to 61kms provided its 
fair share of ceoran. The first few cars got stuck in 
one particularly bad muddy river crossing, more 
reminiscent of the Safari, with Mikkola losing 
30mins to the Fiat (and his lead), while Verini was 
stationary for over 40 minutes! 

Ford’s troubles began here. Exactly halfway 
through the stage, one of Clark’s cams seized and 
stripped the belt, while the delectable Ford 
(France) team of Verney/Fouquet nee a little 
further on with electrics problems. Naturally, it 
was the ladies who were rescued first. 

Makinen, running back in the field, had to stop 
three times in the stage, giving water to Clark, 
pushing two cars out of the mud, and towing a 
third backwards to clear the road when the 
Renault 17 of De Rouvre/Chorron broke its front 
suspension on a narrow mountain ledge. 

A fast 200kms tarmac road section to Fez 
allowed most service crews plenty of time for a 
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Bacchelli drove very smoothly in the works 131 to lead the event into the final leg before suspension failures sidelined the Fiat challenge. 


rebuild of their car, with Peugeot and Fiat 
disappearing into their dealers’ workshops, 
appearing washed and polished into parc fermé. 

ord, for their part, changed the first gearbox on 
Makinen’s Escort which was losing oil. The 
remaining British privateers, Wiltshire/Paton, 
were unfortunate to break a rocker arm on their 
Opel as they entered parc fermé and found it 
impossible to obtain spares in Fez at 2 o'clock in 
the morning! 

The official classification at Fez was as follows: 


1, Bacchelli (Fiat), 3:14.40; 2, Alen (Fiat), 3:15.54; 3, Makinen 
oy tea 4, Nicolas (Peugeot), 3:24.06; 5, Munari (Lancia), 


After a halt which had been increased from 
around three to four hours because of the 
roblems which the late-running cars were having 
in following the official route, the rally re-started 
to the east for the fourth special stage, the 
Chikker. Running on A2 tyres for the first time, 
Makinen got among the Fiats on this 67kms 


mainly tarmac stage, where Alen was fastest. 
$S4; 1, Alen (Fiat), 47.08; 2, Bacchelli (Fiat), 47.20; 3, Makinen 
(Ford), 47.38. 

But now the rally was really beginning. After 
turning south through Guercif, there followed the 
first real desert stage, Missour to Gourrama 
(names which may well be remembered by World 
Cup Rally competitors!). On this fast and flat 
rocky piste, the Peugeots were bound to be fast, 
their suspensions miraculously absorbing the 
ayn and rocks! And so it was: Mikkola in the 

6 was over 9mins quicker than the Escort, which 
in turn was nearly 3 mins faster than the quickest 
Fiat. Alen had the first of many shock absorber 
problems, while poor Verini/Russo (after previous 
overheating problems) were seen pushing their 
car in the sand some 8kms bvelure the end of the 
stage when the differential failed. Although he 
made a good time, Makinen’s second changed 
gearbox was again giving trouble, and after some 
50kms he was stuck firmly in fifth gear. For the 
remaining 90kms Timo was forced to negotiate 


Roger Clark’s Escort was an early retirement with a seized camshaft 
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The Jean-Claude Lefebvre/Gerard Flocon Peugeot 


mountain landscape. 
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the many river crossings, bumps and holes at a 
higher speed than he would have liked. Indeed, he 
even negotiated one uphill hairpin still in fifth 
gear! 

All this time Sandro Munari was driving very 
slowly and cautiously, with a great showing of 
self-control, in a supreme effort to bring a Stratos 
to the end of this very rough event. He in fact 
took about half-an-hour more than Mikkola to 
cover the 150kms and was beaten by Chasseuil in 
his Group 1 RS2000, which must be some form of 
record. 

At the next time control — Rich — most crews 
had plenty of time for service, which was 
fortunate for Makinen, who changed his gearbox 
for the third time! In this small town there is a 
great carnival atmosphere, although by now it 
was very hot as there remained just one special 
stage before the overnight halt at Marrakesh. 
This should have been the classic Rich-back-to- 
Tizi-n-isly, but owing to the roads bein 
impassable, the test was stopped near Imilchil, 
whose only claim to fame as a village must be that 
it is one of the most difficult places in Morocco to 
reach, and that in the month of October they have 
a fascinating mass wedding ceremony, when two 
separate queues of local lads and lasses are 
joined together in one ceremony, to the accom- 
paniment of a display by rifle shooting horsemen! 

During this stage, which starts with a famous 
200-metre long river crossing, Mikkola suffered 
rear shock absorber problems and had to stop at 
the end to change them himself as there was 
no service. Fords, however, had none other than 
John Taylor accompanied by one of David 
Sutton’s “better mechanics” and “Super Star” 
Mike Greasley to attend to Makinen’s every need. 
Some 70kms of extremely rough track at last 
brought tired crews back onto the tarmac to an 
area which will forever be known as “Ashcroft’s 
Folly”, as he himself in a recce car had suffered an 
alarming moment when the differential com- 
pletely seized and he had to be towed some 10kms 
to his service point! 

Now all that remained was the long main road 
run back to Marrakesh. One would have thought 
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pictured against the wild 


ut beautiful Atlas’ 


that there would be no more problems, but after 
some 15kms Makinen’s engine suffered from a 
valve sticking open. However help was at hand; 
Peter Ashcroft and Charles Reynolds in a rented 
Renault 16 driven by Jeremy op apo swooped 
again and were soon diagnosing the cause of the 

roblem, later to be joined by John Taylor and a 

Il service crew. The head gasket was changed 
and Makinen set forth for Marrakesh in an effort 
to reach the control before being time-barred. But 
his drive was short-lived, when the same problem 
reoccured; a valve failed to close, petrol was 
ejected onto the paper air filter element and the 
latter promptly caught fire! Hurriedly stopping 
the car to abandon ‘‘ship”, Makinen attempted to 
open the bonnet and extinguish the blaze with the 
fire extinguisher while Liddon began unloading 
the car, getting his priorities straight, rescuing 
camera, pace-notes and passport first! He then 
returned to the car to extract another new 
pa which he had been carrying between his 
legs with a view toa change in Marrakesh! 

And so, within an area of a few miles on 
successive days, Ford had lost four cars. The 
eventual every of the cars back to Casablanca 
is a story in itself! 

Mikkola, in a hurry to reach Marrakesh and 
with faulty rear shock absorbers, took one iy in 
the road some 30kms before Marrakesh too fast 
and with the weak shock absorbers, the rear of the 
car kicked up, allowing the suspension to drop to 
such an extent that the angle on the driveshaft 
couplings was too great and one broke. By the 
time this had all been put right he was out of time. 

An overnight halt of some 23 hours in the exotic 
city of Marrakesh, with the Atlas Mountains 
towering in the background, saw a very changed 
leader board, with Nicolas now splitting the Fiats 
and Lampinen coming up into fourth place. The 
classification at Marrakesh was as follows: 


1, Bacchelli (Fiat), 7:36.51; 2, Nicolas (Peugeot), 7:39.12; 3, Alen 
ro 4, Lampinen (Peugeot), 8:07.55; 5, Munari (Lancia), 


Immediately after the re-start from parc fermé, 
many crews were servicing, including Opel Con- 
cessionaire Claude Polizzi/G. Vernuge driving 
Rauno Aaltonen’s ex-Safari Opel Kadett on loan 
from Germany. Unfortunately, while re-fuelling, 
some a was spilt, a Be page sats cigarette 
ignited it, and soon caused a blazing inferno, 


which irreparably damaged all the baby at the 
back of the car when the fire extinguisher failed to 
work. This caused instant retirement to this crew, 
who had been going steadily and were determined 
to finish. 

Special Stage 7, Tizi N’test (a climb to over 2000 
metres in the high Atlas), was perhaps Fiat’s last 
chance to increase their lead. This they did, Alen 
being some 2}mins quicker than Nicolas. This test 
is 85kms long, the first 60 of which are fast 
tarmac followed by very rough gravel to the 
summit, descending to the plains. Now south of 
the mountains, crews had a three-hour break in 
Agadir before attempting the trans-Moroccan 
test of some 800kms. The new route for this test 
started at Ait-baha and was tarmac for some 
75kms before turning left on a very rough section 
to Irherm and Taliouine. Fiat possibly made a 
tactical error in starting the test on slicks, and 
before the rough making a change on to P7’s, 
which in Bacchelli’s case took just 1min 40secs. 
Although gaining time, the drivers Mp not 
to adjust to the very rough roads and both cars 
were soon in trouble, Bacchelli losing the bolts 
from his shock absorbers. He immediately 
canabalised bolts from other parts of the car and 
continued slowly to the next service, losing his 
lead in the rally. Alen, who had been suffering 
from continual shock absorber mounting bracket 
psa eventually finished the stage some 2h 

ours slower than the quickest cars. 

The Peugeots now had a commanding lead and 
were the only cars to complete the stage in under 
10 hours, each having two punctures, but 
stopping only once for a routine change of tyre 
with their Michelin RC1’s. Other Peugeots were 
not so lucky. Lefebre/Flocon ran out of petrol, so 
had to stop and refill from their 10-litre emer- 
gency can! Christine Dacremont lost her slender 
lead for the ladies prize when she punctured two 
tyres on a rock and, having changed them, started 
off before her co-driver could warn her of the 
danger of the next drift. 

This long test is the rally, and this year it 
caused the retirement of no fewer than 23 com- 
petitors! Nicolas now held a 19mins lead over 
team-mate Lampinen, who in turn was an 
incredible 1hr 4mins in front of Deschaseaux. The 
Citroen headed Munari’s Stratos by just lmin 
5secs as in the mid-morning heat of the last day, 
competitors again tackled a re-run of special stage 
6 (Rich to Imilichill). 

Not unexpectedly, Munari, looking for third 


‘place and valuable championship points, was 


uickest on this last stage, some 7mins quicker 
than his Citroen-mounted rival, while both 
Nicolas and Lampinen were content to have a 
steady run through the final test. The 
penultimate time control at Kasba Tadla saw an 
unchanged order, except for Deschaseaux, who 
had the misfortune to break a rear hydraulic pipe 
on his suspension which took him and his co- 
driver over an hour to repair. As he admits, he is a 
farmer, not a mechanic! 

Back in Casablanca, an enormous and 
enthusiastic crowd awaited the winners, and as 
the camels in the desert had seen the previous 
night, Jean-Pierre Nicolas and Peugeot make a 
combination very hard to beat. Monsieur Allegret 
from Peugeot was justifiably proud of his team 
who took first, second and fourth in general classi- 
fication, first and second in the battle for the 
ladies’ award, and the Team Prize! Group 2 was 
eventually won by the Citroen of Deschaseaux, 
while Group 1 went to Ford (France) and Guy 
Chasseuil in his RS2000, some three hours in 
front of his nearest rival! 

The 1976 Moroccan Rally was a triumph for the 
organisers in overcoming their difficulties, and for 
Peugeot, who were never completely outclassed in 
speed by some very formidable opposition, and 
indeed proved to be the fastest in the desert 
stages where the rally is really won or lost! By 
their preparation and service arrangements, Fiat 
deserved a far better placing than Marku Alen’s 
12th spot, although they must take considerable 
comfort from the fact that they were fastest over 
five of the nine special stages, while Ford should 
be well pleased with the showing of the Group 1 
car at least. 

The rally may have had some organisational 
short-comings, but it is a unique event in the 
calendar, and well deserves its place in the World 
Championship. 


loroccan Rally 
ni 


M 
World Championship of Makes, Round Six. 


1, J-P. Nicolas/M. Gamet (Peugeot 504), 20h 20m 15s; 

2, S. Lampinen/A. Aho (Peugeot 504), 20h 42m 52s; 

3, S. Munari/S. a Stratos), 21h 38m 38s; 

4, J. Deschaseaux/J. Plassard (Citroen CX), 21h 44m 45s; 
5, JC. Lefebvre/G. Flocon oy 504), 22h 06m 54s; 
6, J. Prive/“Tilber’ (Renault 17G), 22h 34m 17s; 

7, M. Hoepfner/“Biche” (Peugeot 504), 22h 40m 5is; 8,C. 
Dacremont/Y, Vanoni (Peugeot 504), 22h 52m 07s; 9, J. Guichet/J. 
Jaubert (Peugeot 504), 22h 59m 05s; 10, J-C, Briavoine/R. Schneck 
(Renault 12G), 22h 59m 08s. 

World Rally Championship points: 1, Lancia 62; 2, Opel 42; 


3, Peugeot and Datsun 30; 5, Saab 20; 6, Toyota and Alpine 15. 
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BMW are right back on terms 


Martini Porsche fails again — Good win for Schnitzer BMW — Britain’s Derek Bell leads until final 
stages — Hermetite BMW finishes second — Lancia Stratos burns out in practice 


The World Championship of Makes, ad- 
mittedly still in only its first season, looks 
set for a very thrilling finish to the year, cer- 
tainly if bial weekend’s race at the 
Osterreichring, the fifth in the series, was 
anything to go by. 
nce again it was a straight fight between 
the German Porsche and BMW giants and 
once again, the works Martini Porsche, 
which cleaned up the first two races of this 
year and looked likely to dominate the 
series, failed. In short, the race was won by 
BMW with their slower but more reliable 
CSL Coupes. It was the third win on the trot 
for the Bavarian company and it puts them 
now within four points of Porsche in the 
series with just two races left to run. 
In some ways, it was perhaps a fortunate 
victory for BMW as the winning Schnitzer 


— prepared, works — assisted CSL driven by 
local hero Dieter Quester and Swedish 
Grand Prix driver Gunnar Nilsson only in- 
herited the lead with less than 40 minutes of 
the six hour race left to run. 

Handing them the lead and eventual vic- 
tory was the Erwin Kremer Porsche 935 
Turbo crewed by Britain’s Derek Bell and 
Australian Vern Schuppan. This car, 
virtually an identical copy of the works 
Martini car, had been leading more or less 
ever since the pukka works car (driven by 
Jacky Ickx/Manfred Schurti) had retired 
midway through the race with a bent valve. 
With victory in sight, the Kremer car struck 
turbocharger trouble and within minutes, 
both the Schnitzer and British Hermetite 


BMW CSLs were through to score a notable 
and crucial victory, some 70s apart. 
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G5 WORLD CHAMPIONSHIP 


OF MAKES ROUND 


ENTRY & PRACTICE 


The entry was below par for the fifth round of this 
year’s G5 (Silhouette) series at the scenic Oster- 
reichring last weekend. Apart from a clashing G6 
sports prototype fixture down at Enna (where 
Porsche and Alpine-Renault were spending need- 
less money to try and prove very little), there was 
a_ very large ‘national’ German race at the 
Norisring which took away an awful lot of com- 
petitive G4 cars and, more than that, quite a few 
of the regular G5 drivers. 

In the end the grid comprised just 21 cars and 
of those, only a third could be regarded as serious 
contenders for the rest were made up mainly of 
wealthy Italian club drivers in expensive 
Porsches or cumbersome de Tomaso Panteras. 

Heading the entry and the obvious favourite for 
outright victory had to be the distinctive Martini 
& Rossi-liveried works Porsche 935 Turbo which, 
for this race, had a new driver pairing of Le Mans 
winner Jacky Ickx and Porsche test driver 
Manfred Schurti. 

It has been four weeks since the last G5 round, 
at the Nurburgring, but there had been Le Mans 
(the prestigious non-championship event) in 
between and naturally enough, recovery from 
that had taken many of the teams some time. 

For the works Porsche (now back to water- 
cooled cylinder heads after its libre state at Le 
Mans), practice was a case of “how much quicker 
would it be than everyone else?” There had been 
some unofficial testing on the Friday, although 
the two official qualifying sessions were restricted 
to Saturday morning and afternoon. Schurti, who 
must get a bit cheesed off having to co-drive with 
all these Grand Prix “superstars”, started to put 
in some quick laps, the car looking much faster 
than anything else. It wasn’t until Saturday 
morning that we had an answer to the question as 
the works Turbo whistled around in 1m 44.39s, 
almost 4s quicker than its nearest challenger, if 
you can call anything else a serious challenger. 

In the afternoon, both Ickx and Schurti got 
going once again, reducing the time still further 
(Ickx fractionally faster, according to reports) to 
claim the pole at 1m 43.96s, which is an average of 
something like 126mph for this very fast circuit. 

With Bob Wollek and Hans Heyer away racing 
at the Norisring for Kremer and Zakspeed respec- 
tively, a directive came from the Porsche factory 
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Rohrl’s victory with the 16-valve Kadett GT/E indicates a return of long-lost reliability and better 


prospects in future WCR events. 


24 HOURS OF YPRES 


Gilbert's gift to Walter 


Reliability at last as Rohr! wins for Opel — Staepelaere’s RS1800 dis- 
qualified while leading — French driver killed in accident — Russell 
Close retires near finish while eighth overall — 


Report: MARTIN HOLMES 


If the Romans were still in power, the 24 
Hours of Ypres would really have appealed 
to their sense of the grand, the exciting, the 
colourful and the lurid. It is like no other 
rally, it is a huge midsummer spectacle laid 
on for enthusiastic Belgians. The rally itself 
is almost a by-product; a worthy qualifier 
for the European Championship, although 
one senses that its international standing 
has little effect on its status as a major 
national happening. In point of fact the rally 
was won by Walter Rohrl in a works Opel 
Kadett GT/E, the i, hero Gilbert 
Staepelaere being disqualified while leading. 
SEATs were second and fourth, and the 
British contingent suffered mechanical and 
bodywork disasters (the best Briton at the 
“games” finishing with a ‘concertinaed’ 
roof. There were considerable numbers of 
accidents, but under the sweltering mid- 
a heatwave a great time was had by 
all, 

To consider the competitive aspect of the event 
within these pages is really a pity, because with 
the sideshows, the tales in the cafés, the air 
balloons, the sight and sound of those cars hurt- 
ling past within inches of where we were standing, 
there is so much more that we could talk about. Of 
course, we were the lucky ones, we were safe, Our 
grandstand in the centre of Hollebeke village was 
well protected with layers of catchfencing (the 
cars approached us head-on at the end of a fan- 
tastic 200-kph straight), though we were just a 
little worried as the crowds went rushing off to 
see the wrecks each time one of those little plastic 
French cars crashed. It was good entertainment 
for just 80 Belgian Francs. But it was because of 
the rally that we went. Opels were there, SEAT’s 
wonderful taxis; all the local heroes like 
Staepelaere with the works Escort RS1800, Lars 
Carlsson’s Dutch dealer Opel team Kadett, and a 
considerable quantity of good quality privateers. 
Some 200 entries were received, of which about 25 
(including half the British contingent) did not 
appear. 


ENTRY 


The two Opels were driven by Walter Rohrl and 
Lars Carlsson. Rohrl’s car used the 16-valve 
engine which is at last getting reliable. On the 
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Hessen Rally three weeks earlier, Opels driven b 

Smolej and Rohrl had finished first and second. 
The engine was obviously a flier, but with some 
secret stages, the characteristics of this power 
unit were not going to be entirely satisfactory. 
Rohrl spoke about having “no power” below 
6000rpm, but the lanky German is getting such a 
reputation for pessimism in rallying these days 
that you never know what to believe. Carlsson’s 
car had eight valves, the same engine as on his 
winning Tulip ride, with some 205bhp. He stated 
that he was afraid that an engine with more horse- 
power might not last. For the first time the car 
was fitted with a five-speed (ZF) gearbox. Van der 
Marel’s Group 4 Kadett (sponsored like Brian 
Nelson by Tuca Carpet Tiles) had a non-crossflow 
steel 2-litre engine, giving about 170bhp. Rohrl 


and Carlsson had completely opposing ideas or 
suspension settings rm wheel sizes, the Germar 
preferring racing ideas with wheels some 2 01 
2}ins wider, to accommodate his 240bhp. 

Canellas and Zanini represented the might o/ 
Spain. Their programme this summer like last 
year, is to compete on foreign events, both since 
this qualifies them for extra points in their native 
championship, but also this year to help Zanini in 
his chase for the European championship. Three 
weeks ago they went to the Criterium Alpin, 
where Zanini went off and retired although 
Canellas made the top ten. Their cars have 
changed very little in recent months, although for 
Belgium they were worried about the noise limits 
which were supposed to be strictly observed, and 
they fitted exhausts which emerged at the rear 
rather than the side of the cars. Canellas had com- 
peted here last year and many expected that this 
—— py wea would pay dividends. Also 

‘om Spain, Pedro Bonet had a SEAT while Salva- 
dor Servia had to cancel his plans to come at a late 
oe because of a family bereavement. 

The third works team was Ford, represented as 
usual by Gilbert Staepelaere. He had been relax- 
ing at St Tropez on holiday and had read, to his 
horror, a story in L’Equipe that his rally car had 
been taken to Dassent e hurried back, anxious 
to know what sort of condition it was in! This 
time Staepelaere was on his own, due to the other 
works cars’ involvement in Morocco. Private 
Fords were thin on the eoend. Rudolf Meortgat 
entered with an 1800cc RS1600, Tony Maslen his 
2-litre RS1800 and Russell Close his 1.8-litre G2 
RS1800. Close’s car was fitted with Avon Textile 
radials with the blessing of Alan Blake who was 
interested to see how the tyres would compare 
with racers. 

After the works cars there was a heavy brigade 
of competitive private cars — so competitive that 
many could challenge for outright victory. Last 
ne victory went to the private French driver 

ernard Mordacgq, in a G8 Carrera. He was one of 
many Porsche entrants. 

The Alpinists were just as numerous, being 
headed oy Bruno Saby who currently is the 
fastest Alpine A110 driver in France, who had 
come second at Lyon-Charbonnieres and won the 
Rallye Mont-Blanc. Fiats were driven by “Didi” 
(Jean-Marie Cols) who appeared for the first time 
with a 181 Abarth, a — of the factory cars 
whilst ‘Fifi’ (Fernard Neri) has been driving a 
124 Abarth used last year by Roberto Cambiaghi. 


RALLY 


Two nights rallying with a decent day halt in 
between was the basic format. On the first night 
there were two laps (boucles), each consisting of 
four special stages (Hollebeke, seme a 
new stage near Watou and Reninge), and four 
secret “chronometric” sections (stages to the 
uninformed) but which carried a target time 
instead of scratch timing. The rest was straight- 
forward. The second night consisted of a far more 
involved route, but this time it was all known in 
advance so competitors could take time to 
prepare themselves and understand what was 
involved. 


Russell Close, on Avon radials, got as high as eighth before a crankshaft failed near the finish. 


AUTOSPORT, JULY 1, 1976 


Of all the rallies in Europe, Ypres demands 
probably more straightforward understanding 
than all the others put together. There were the 
same four stages, done the same way, there were 
two chronometric sections (different ones), there 
were several tight road sections, all of differin 
severity. Only b careful training was it possible 
to understand which sections were really tight. 

Training is one of the highlights of the event. It 
is officially encouraged, with an arrangement that 
rally cars can be taken onto the sections between 
9pm and 2am on each evening leading up to the 
event. The spectators appeared in their thousands 
simply to watch the spectacle, and drivers used 
this occasion to the full. The roads were not offi- 
cially closed, so consequently there were various 
near-misses with other road-users, though 
surprisingly most of the accidents happened on 
the event itself. The special stages are standard 
tests, each (except for the new Watou stage) with 
official records. Except for a couple of short 
sections at Kemmelberg all the stages were 
asphalt, while there were just a few short gravel 
sections on the secret chronometrics as well. 

The territory is so devoid of good rally terrain 
that an average organiser would despair; but the 
combination of available roads together with a 
relentless time schedule makes the Ypres rally a 
most unexpected challenge. Private owners study 
their roadnotes, look at the time schedules and 
wonder how they can complete the route with the 
maximum time allowance concerned. Professional 
drivers know they must drive probably harder on 
this event than any other in the year, and feel that 


wistful apprehension at never having the chance 
of a good service in between. , 


First night 


Staepelaere felt he had the advantage the first 
night. He knew the stages as well as anyone, and 
what is an Escort if not a secret route rally car? 
On the long fast stretches of Hollebeke his time 
was equalled by Mordacq but then he pulled 
away. After the first night he led by 49 seconds 
from Rohrl, with Mordacq over 90 seconds 
behind. The leading crews had an advantage. 
After the immediate leaders had passed there 
began a series of stoppages at Hollebeke. First 
Nusbaumer crashed his Alpine, just seven corners 
into the stage. The ambulances and the brake- 
down cranes shot off down the road and 
meanwhile the other cars waited. Then another 10 
cars later, Roothaert rolled badly on the tricky 
fast swerves towards the end of the stage. More 
ambulances, more brakedowi: cranes. From the 
competitors point of view, this was not only un- 
nerving but it denied them the Sa gpm of 
tackling several of the tests in daylight, especially 
a couple of the secret ones. Then later that night, 
fog suddenly descended at Reninge, and after the 
leading few cars had passed, special stage times 
suddenly increased by a minute. Willy Plas 
crashed his Renault 17 Gordini after a determined 
start to the event, the SEATs were comfortably 
placed fourth and sixth. Positions were as follows: 

Staepelaere 34m 56s; Roh! 35m 45s; Mordacq 37m 20s; Canellas 


37m 24s; Carlsson 37m 40s; Zanini 38m 10s; Schewe 38m 39s; 
Saby 38m 59s. 


Salvador Canellas’ SEAT powers through the town on his way toa fine second overall. 
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Russell Close was the leading British driver 
despite a one-minute road penalty which was sub- 
sequently removed when it was found that a 
watch had been wrong. Tony Maslen was not far 
behind while Mike Butler was going very well in 
25th place. Turner and Armstrong overturned 
their Mini at Kemmelberg and retired. Most cars 
were still in the running; it was as if the real rally 
had still to start. 


Second night 


“T am worried,” Staepelaere remarked. “We know 
that Rohrl can make each boucle 16secs faster 
than us, and we have only 49secs lead”. That gave 
him a one-second leeway! “I am completely 
finished!’’, Rohrl remarked. ‘‘Staepelaere is nearly 
one minute better. I want to finish this rally now. 
I want to go back to Germany!”’ It was to be a 
night of surprises, in many senses. Staepelaere’s 
pessimism was misplaced. On the four special 
stages on the first boucle of the second night, 
Rohrl had only gained three seconds. The chrono- 
metric section times were never announced so it 
was less easy to follow the progress there, but the 
leading drivers expected to be able to attain the 
target times anyway, while both expected to drop 
one minute on the “impossible” road section. 
Again there were blockages; again there were 
ambulances and brakedown cranes on the track. 

At Kemmelberg “Fifi” had blocked a parti- 
cularly difficult hairpin for the next few cars (this 
entitles them to a re-run) when the 124 Abarth’s 
steering was deranged. The cars returned to the 
start and found another delay. This time things 
were bad. The Alpine of the French driver 
Magnier had crashed into a ditch, skidded along it 
and hit a small bridge. The safety bolts of the 
driver then ripped out of the bodywork and his 
body was impaled in the front of the passenger 
compartment. The news of the fatality was not 
officially declared; the wreckage was quickly 
removed and the stage was page again as 
rapidly as possible. Again those a lottetl by the 
delay saw their chances of tackling sections in 
daylight dwindle. 

Then came shocks of another variety. 
Staepelaere was excluded! At the section where 
the chronometric timing was abandoned in favour 
of the tight road section (the “impossible” 
section) two controls were set up at the start. The 
Escort man, being first on the road, found the 
second but not the first. He was a little late at the 
control after servicing, was determined not to lose 
time in the confusion, and so drove on. Without 
trial or appeal, he was out of therrally. 

The Porsches of Mordacq and Schewe both 
retired on the first boucles of the Saturday night 
with transmission failure. Rohrl thus led with 
penalties of 1h 03m 56s; Canellas was second at 
1h 06m 34s, and Carlsson third at 1h 06m 46s. At 
this point the results service began to wilt under 
the midnight heat, but it seemed that Zanini then 
led Gustavson and Didi, whilst seventh was 
Vranken and eighth Jacquemin in a Simca Rallye 
2! This was no mistake: the car was a red-hot little 
racer! Jacquemin is head of Simca Racing Team, 
Belgium and the car develops between 110 and 
120bhp within an incredibly light little body. 

Vranken meantime had taken over the Group 
One lead. Close had risen to about 10th place, 
Maslen to about 15th, shortly to retire with a 
blown cylinder head gasket. Mike Butler’s brakes 
began to weaken, and he went off into a field and 
rolled, although still he continued. After a short 
service break the rally was on again, tacklin 
—— the same route. Rohrl was not unchal- 
lenged, but Saby retired after running out of 
petrol, and eventually Canellas shook off the 
challenge of the Dutch Opel. At the end of the 
fourth loop, Close was up to eighth place, but his 
rally was to end with only two more special stages 
to go when the engine failed, probably because of 
a crankshaft failure. ‘‘Didi’’ in the 181 went off 
the road as did Bonet in his SEAT. 

The finishers came straggling in with long gaps 


’ between the cars, because the various delays, but 


without any doubt Rohrl had won, making up for 
his strategic defeat on the Hessen. After the 
hectic events in the heat of the last week, only the 
staunchest supporters were present in Ypres to 
welcome the rally cars back again. The town, by 
previous records, seemed almost empty, but even 
then it was almost half full! A fantastic and extra- 
ordinary event had eventually come to an end. 


24 Hours of Ypres 

June 25-27 ECR coeff 3 
1, W. RohriW.-P. Pitz (Opel Kadett GT/E), 1hr 25m 48s pens; 
2, S. Canellas/D. Ferrater (SEAT 1430/1 800), Lhr 28m 37s; 
3, L. Carlsson/B. de Jong Copal Kadett GT/E), 1hr 29m 02s; 
4, A. Zanini/J. Petisco (S! 1430/1 800), 1hr 30m 06s; 
5, A. Gustavson/N. de Langhe (Porsche Carrera), Lhr 32m 20s; 
6, W. Vranken/F. Franssen (RS2000), 1hr 41m 59s; 

7, J.-M. Jacquemin/C. Delferrier (Simca Rallye 2), 1 hr 42m 40s; 8, 
“Ronny"/Michel Ampe (Porsche Carrera), ihr 43m 18s; 9, W. 
Schweizer/B. OTC, ah Kadett GT/E), 1hr 45m 14s; 10, P. Mas/ 
J-P. Moers (Audi 80 G7), 1hr 49m 11s. 


' 
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JIM CLARK RALLY PREVIEW 


Whose turn this time? 
Ford’s opposition at a very low ebb 


The seventh round of the Motor 
RAC championship, the Lowland 
ae support Jim Clark 

emorial Trophy Rally, marks the 
halfway stage in this year’s series. 
The battle, predictable to a fault, has 
resolved itself into a tripartite affair 
with the two works cars of Roger 
Clark and Ari Vatanen slogging it 
out. with the works-supported, 
Andrews _Heat/Castrol-sponsored 
Russell Brookes version. Currently 
the latter has the upper hand thanks 
to a hard and courageous drive on 
the Scottish, and by virtue of a 
richly earned second place on the 
Circuit of Ireland; a magnificent 
rally towards which works teams are 
still unduly sensitive as a result of 
the potential political ramifications. .. . 

The Jim Clark, which starts on 
Saturday evening, should, however, 
be free of such deterrents so the 
Ford race will be on again. A solitar 
works Chrysler and a DTV Vauxh 
provide the token opposition to a 
total company landslide, Leyland 
having withdrawn from the ‘fray’ 
both to lick their wounds and to tr 
and win the Tour of Britain. We shall 
next see the TR7s on the Burmah — 
considerably modified. They will 
certainly need to be. 

The Jim Clark is a replica of 
previous years, being based on the 
town of Duns and using the in- 
famous Otterburn Ranges twice 
during its long loop through the 
massive Keilder complex. The rally 
is an uncompromising one in charac- 
ter, and during its approximately 12- 
hour duration, it takes in no less 
than 140 stage miles within its tight 
200 mile overall route. This stage 
mileage is only slightly less than 
some of the so-called internationals 
we have been experiencing, lately, 
and while the Northumbrian Car 
Club do have a route which virtually 
chooses itself year. after year, no ° 
competitors would deny it is not a 
testing or satisfactory one. There are 
80 miles on the loose and 60 on 
tarmac so the Otterburn Ranges will 
bear an important part in the overall 
results — no doubt leading co- 
drivers will all have this part sorted 
out. 

Last year, dust proved to be great 
problem: in Keilder (which is, of 
course, tackled in the dark), and 
contributed in no small measure to 
the number of accidents experienced 
by leading contenders. Should the 


Spectator 
information 


19.30 Start from outside the 
Jim Clark ‘Room, New- 
town Street, Duns. 


From 19.40 Charterhall. 

From 21.00 Byrness (MR:70/ 
770021). 

From 21.10 Cottonshope Head 70/ 
811063, approach from 
North West only). 

From 21.30 (70/917018, approach 
from Halystone only). 

From 22.00 (71938953, north of 
Elsdon). 


18 


weather remain as it was at the time 
of going to press (phew! what a 
scorcher, sizzler, etc; copyright 
cliches dept.), then the problem of 
dust at night may be far worse — a 
situation which could all too easily 
result in chaos if the necessary pre- 
cautions are disregarded. he 
leading organisers are new to their 
posts this year, but their forerunners 
will be in close attendance and the 
club have gained a fine reputation 
over the years which shows every 
indication of being maintained this 
year. The rally is traditionally run 
exclusively for competitors, and an 
almost non-stop succession of stages 
is backed up by the continued reli- 
ance of the streets of Duns as a 
reception/scrutineering area. Many 
competitors feel the event to be more 
of an endurance rally that any other 
12-hour event in the calendar, and 
the Jim Clark certainly puts the 
accent firmly on competition. The 
social side of things is much less of a 
feature of the event than most, but 
at least the rally retains its own iden- 
tity, something which is rapidly dis- 
appearing from Formula Ford races 
these days. 

The timetable of events is similar 
to years previous with the now cus- 
tomary first and final stages over 
the disused aerodrome at Charter- 
hall, It is not an easy or particularly 
suitable event on which to spectate; 
it’s not meant to be and this year 
such information as has been avail- 
able, has been curtailed somewhat 
ed the fact that at present, the 

orth Tyne Valley is a very sensitive 
area as regards rallying. This un- 

leasant situation has been caused 

rgely through a combination of the 
recklessness of spectators and the 
thoughtlessness of service crews, 
with the result that various resi- 
dents’ petitions have put the busi- 
ness of rallying in Keilder at risk. We 
are informed that the Police will be 
out in force to see that fringe ele- 
ments behave themselves. Spec- 
tating within Keilder at night can 
also be quite a difficult business as 
access is very restricted, but such in- 
formation as is printable, is repro- 
duced below. ... 

The entry list indicates another 
Ford benefit; the question is, whose 
turn is it this time? Perhaps the 
most interesting news from within 
the top ten is that Pentti Airikkala 
will be seen in a works car, though 


From 22.30 (77/804807, | Punder- 
shaw; also 76/646904 
(this last reference is an 
entrance to a spectator 
car park off the main 
road _ which provides 
access to three stages). 
Deadwater. 

Plashetts (Service Area 
only). 

Cottonshope Head (MR 
811063; approach from 
the North West only). 
Charterhall. 
Presentation of awards, 
Newtown Street, Duns. 
NB: (Until 22.00 inclusive, spectator 
references refer to tarmac stages. 
From 03.45 onwards the rally is again 
on tarmac). 


From 00.00 
From 00.20 


From 03.45 


From 06.00 
From 10.00 


run under David Sutton colours. 
Pentti is being loaned the LHD ex- 
Timo Makinen Firestone car which 
was briefly used by John Taylor in 
Morocco (in rough road trim) as a 
liaison/recce car. This RS1800 has 
been driven back from Morocco and 
hastily re-prepared for Pentti who is 
still awaiting the completion of his 
new car from David Sutton. The 
trans-Europe drive has been neces- 
sary owing to the fact that the boat 
trip would not have seen the car’s 
return until tomorrow (Friday) — a 
little late for any serious re-prepara- 
tion. We are, however, informed that 
the car is in excellent condition (in 
contrast to its sister car which was 
to have been driven on this event by 
Billy Coleman) and thus it must give 


Top entries 


1, Billy Coleman/Dan O'Sullivan (RS1800); 2, 
Roger Clark/Jim Porter (RS 1800); 3, Ari Vatanen/ 
Peter sy (RS1800); 4, Russell Brookes/John 
Brown (RS1800); 5, Andy Dawson/Andy Marriott 
(Datsun Violet); 6, Tony Fowkes/Bryan Harris 
RS1800); 7, Chris Sclater/Paul White (Chrysler 

venger); 8, Pentti Airikkala/Mike Greasley 
(RS1800); 9, Will Sparrow/Nigel Raeburn (Vaux- 
hall Magnum); 10, Tony Drummond/Phil Short 
(RS1800); 11, Charles and Alec Samson (RS2000); 
12, Nigel Rockey/Derek Tucker (RS1800); 13, 
Murray Grierson/Roger Anderson (RS1800); 15, 
Robin Eyre-Maunsell/Neil Wilson (Chrysler 
poy td 16, rieey, Thompson/Alan Greenwood 
RS1800); 17, Jim McRae/David Brown (Vauxhall 

lagnum); 18, Drew Gallacher/lan Muir (RS1600), 
19, Allan Arneil/Roger Turnbull (RS1600); 20, 
Donald Heggie/George Dean (RS1800). 


Nigel Rockey — first outing since the 
Welsh, in the car he shares with 
Norman Harvey. 


It's a family 


Last week the RAC announced that 
Roger Clark, Jim Porter, Stuart 
Turner and the Ford Rally team had 
been awarded the Seagrave Trophy 
“for achievements in the rally field 
and outstanding contributions both 
to the sport and the development of 
the motorcar.’ Seagrave medals 
were also awarded to Peter Ashcroft, 
Mick Jones, Norman Masters and 
Tony Mason. 

The trophy is indeed a great 
honour and was first introduced in 
1930 in commemoration of the late 
Sir Henry Seagrave, a land and 
water speed record holder. It is an- 
nually awarded to the British sub- 
ject who accomplishes the most out- 


Next year’s RAC Rally champion- 
ship is back to 12 events; the number 
which makes up this year’s cham- 
apes having been found to be a 
ittle too many. The events included 
are as follows: The ShellSport Dean, 
the Mintex, the Circuit of Ireland, 
The Granite City; the Welsh; the 
Scottish; the Jim Clark Memorial; 
The Manx; the Burmah; the Lindis- 
farne; the Castrol '77; and the 


edited by Peter Newton 


Pentti the best chance of breakin 
the hold of the aforementione 
triumvirate. 

Of the latter, Vatanen’s inexperi- 
ence on tarmac may prove to be an 
important factor in the overall 
result. Andy Dawson is running the 
less powerful of his two TC engines, 
preferring to keep the ‘screamer’ for 
the Burmah when he hopes to be 
more fully equipped with Japanese 
‘goodies’. Nigel Rockey has entered 
at number 12 for his first outing 
since the Welsh, and the Samson 
Brothers will be seen in a loaned 
Sutton car following their accident 
on the Scottish. This means that Jill 
Robinson will not be competing; and 
neither will Erik Aaby. The 20 cars 
are of course being led away by Billy 
Coleman in his ‘‘old”’ forest car 
which has been extensively re-fettled 
by Thomas Motors (there is also the 
addition of single leaf rear springs). 

The Group 1 battle will be enlivened 
by the appearance of the talented 
Sean Campbell who comes over from 
Ireland in his Northern Excavators/ 
Lindsay Cars RS2000 as a result of 
some fortuitous forum brinkman- 
ship. Sean is very quick on both tar 
and loose so there should be some real 
opposition to Robin Eyre-Maunsell 
and Jim McRae. Also in G1 is Gavin 
Waugh with the White Horse 
Avenger, while Adrian Boyd’s 
brother Derek is entered in his Saab 
96. The top 20, of which no fewer 
than 15 are Fords, reads as follows: 


Sean Campbell — a welcome appear 
ance from the quick Irishman in his 
G1 RS2000. 


affair 


standing demonstration of the possi- 
bilities of transport by land, air or 
water. The awarding committee in- 
cludes representatives from the 
RAC, Mechanical Engineers, Royal 
Aeronautical Society; British Light 
Aviation Centre; The Royal 
Yachting Association; and the News- 
paper Publishers association. 


Past winners have ingluded a 
number of air pioneers like Amy 
Johnson; Sir Malcolm Campbell and 
his son Donald and test pilot Brian 
Trubshaw who won the award in 
1970. Among past winners in the 
motor sport arena are Stirling Moss, 
Bruce McLaren, and Jackie Stewart. 


RAC Championship 1977 


Lombard RAC. The two events left 
out from next year’s list are the 
Snowman and the Ulster Rally. 

The class system which was intro- 
duced this year has been retained 
with the addition of a new Group 
One class for up-to-1300cc cars 
(tailor made, of course, for the new 
Ford!). The RAC are also intro- 
ducing registration in the champion- 
ship next year. 
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So determined was Munari to get his Stratos to the finish that he was even 
beaten by a G1 RS2000 on a stage in Morocco! 


Cheltenham MC 
Saturday stages 


The Cheltenham MC have received a 
full entry for their Esso Uniflo Chel- 
tenham Stages Rally which takes 
place this Saturday. There are two 
spectator stages which are being 
held at Prescott Hillclimb (MR 163/ 
9852973) where the first car is due at 
08.15; and Cheltenham Racecourse 
where the first car is due at 17.30. 
Admission at the racecourse is £1 
_ car including occupants, or 30p 
or pedestrians. Richard Iliffe in his 
McGill Opel Kadett (which he is 
going to use on the Tour of Britain) 
will be acting as Course Car. Leading 
entries include Edwards/Savage 
(RS2000); Vickers/Dominey (Aveng- 
er GT); Wilmott/Edwards (Escort 
TC); and the Evans brothers’ new 
Vauxhall Magnum. 


WCR: Thoughts for the future 


The WCR situation despite the 
result in Morocco is still not a wildly 
interesting one after six rounds. 
There are five rounds still to be con- 
tested; these are the 1000 Lakes, the 
San Remo, the Rideau Lakes, the 
Tour de Corse and the Lombard 
RAC. Lancia, despite remarkable 
failures on Safari and in the 
Acropolis, lead Opel by the margin of 
one victory (20 points) following the 
valuable 12 points which a cautious 
Munari achieved for them in 
Morocco. One could reasonably 
assume that the San Remo and the 
Tour de Corse will be Stratos benefit 
matches, but the 1000 Lakes, as 
Mikkola proved last year with his 
1600cc Toyota, is wide open (Ford?). 
-The RAC should have belonged to 
Waldegaard last year and we have 
every reason to assume that despite 
Boreham’s incredibly astute prepar- 
ations for this event, it will be his 
again this year provided he is 
anted mechanical reliability. Thus, 
espite a number of embarrassin 
Italian failures of late, the WC 
series is at present only indicating 
the relative determination of those 
who are interested in winning it; and 
there is no reason to suppose that 
Lancia will fail in their quest to do 
so; although had anyone else been 
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“Well Brian. ...”! John Griffiths urgentl 
scrutineering difficulties at Casablanca 
team look on. 


last week, Other members of the Ford 


keen really on the idea of a World 
Championship series victory, there is 
no reason why they should not have 
profitted from Lancia’s misfortunes. 


Opel, who are currently second in ~ 


the championship, are in this 
position more by virtue of private en- 
trants than by the feats of “official” 
Euro Handler Cars (although the 
latter appear to have solved their 
engine and transmission problems 
recently) and the withdrawal of the 
team from the Acropolis and the 
non-appearance in Morocco has, at 
least for the prea, killed off any 
semblance of competition in the 
championship. There is no doubt 
however that while Rohr! will not be 
able to match a Stratos for speed, he 
could very easily be the first of the 
“ordinary” cars in Corsica and on 
the San Remo if the 16-valve engine 
is as reliable as it was last weekend 
in Ypres. 


The rallies to come clearly do not 
suit the inherent qualities of cars like 
Peugeots which are so strong and 
fast on tortuous terrain, so unless 
they are planning to unveil a light- 
weight V6 504 performer, we shall be 
unlikely to see serious works partici- 


consults the Yellow Book following 


pation again this year ... so what of 
1977? 

Surprisingly enough things look 
quite bright at present. Ford, havin, 
had their fingers somewhat burn 
during their first tentative foray into 
WCR rallying for some time, seem 
intent on pursuing the international 
laurels to a much greater extent next 
year, and 1976 should have taught 
them many lessons about pre-event 
practise and preparation which are 
obviously so essential to be fully 


Cork 20-300 
stage miles! 


How does the thought of an autumn 
weekend in south west Ireland 
sound? No? Well how about the pros- 
pect of additional fun, like a two day 
all daylight, tarmac, no practise rally 
with 300 stage miles all within a 400 
mile overall route ... sounds inter- 
esting? Well, the rally is the B&I 
Lines Cork 20 and it is based on the 
picturesque little town of Kinsale, 
near Cork, on the coast. This town is 
widely reputed to be the gastro- 
nomic Mecca of South west Ireland; 
the rally has a £2000 prize fund and 
there are special hotel rates (reduced) 
and cheap travel deals available for 
competitors from the UK. The rally 
will use digital timing courtesy of 
Dennis Cardell and regulations will 
be available shortly from the British 
HQ of the Cork 20, “somewhere” in 
Warwickshire. Write to P.O. Box 14, 
Coleshill. 


@ Last weekend at Cairn Castle Hill- 
climb, near Larne, five rally Porsches 
were scheduled to appear in the 
hands of the two McCartneys, Brian 
Nelson, Fred Patterson and Ken 
Shields. Despite the absence of the 
pe tae hy onthe day this parti- 
cular battle produced a huge ‘needle 
match’ which eventually went in 
favour of Fred Patterson who came 
out on top ahead of Nelson and a 
charging Ken Shields. BTD was of 
course the province. of Patsy 
McGarritty in his Chevron B29. 


Another fine drive from “the desert fox”, Deschazeaux, in his works Citroen 
CX 2200. He was only overtaken by Munari on the final stage. 


competitive with Italian and French 
teams. Clearly the RS1800 can stand 
some more development for Inter- 
national sorig (why, for instance, 
do engines and gearboxes fail so 
readily in Morocco? Is it just bad 
luck?) and while there are few who 
would disagree that the car is 
supreme on unseen forest roads in 
temperate Northern European 
latitudes, the car lacks something in 
speed and handling on practised 
roads with indifferent terrain. 


Datsun we hear, no doubt en- 
couraged by their victory on the 
Acropolis, may be in the process of 
setting up a European base for a 
WCR rally team in 1977. Claes 
Billstam, apparently, has already 
turned down the offer of a job as 
team manager, so there may be 
another announcement shortly, and 
with the advent of a new, small, 
Sunny-sized lightweight car fully 
homologated for the latest Nissan 2- 


litre 16-valve engine, their prospects 
look good. 

Toyota meanwhile still seem to be 
experiencing trouble with the 
Schnitzer-developed 2-litre engines 
of their own, and they clearly require 
this engine to be homologated for the 
Corolla/Levin shell. 

Elsewhere the appearance of a 
Renault V6 augurs well as does 
Saab’s general expansion with the 
99. Mitsubishi have long had a com- 

titive engine lurking back in the 
Tapenees workshops and the car is 
incredibly strong. : ° 

The international machinery is cer- 
tainly there, it is merely up to the 
CSI to dream * a championship 
which brings all this mechanical and 
intellectual talent together. 


Incidentally, what are Ford goin 
to do with that massive pile o: 
Cosworth GA series V6 motors 
which are _ ccurrently _ sitting 
Boreham? Surely they don’t plan to 

ow pot plants out of the cylinder 

arrels?’. 
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CG ee 


RALI BRO MYRDDIN 


BTRDA ROUND 6 


First time win for the Simpsons 


It is probably 4,000 years since 
Ecclesiastes said, ‘The race does not 
go to the swift nor the battle to the 
strong”, but this was admirably 
roved last weekend on the Esso 
niflo Rali Bro Myrddin when Geoff 
and Alan Simpson won this BTRDA 
championship qualifier in their 2- 
litre BDA RS1600 from Frank 
Pierson/Arthur Brick in _ their 
Century Oils Pierstune Escort. 

Of the more fancied runners Terry 
Brown and Dai Roderick let the 
brilliant sunshine go to their heads 
(or more truthfully their right feet); 
Graham Elsmore succumbed to co- 
driver’s errors, and Laurie Richards/- 
John Tew collected a log on the track 
which lost him 6.09 minutes. 
Richards put in five fastest times; 
Simpson and Pierson three, and 
Roderick and John Eaton/Duncan 
Spence one each. 

Teify Valley/Vale of Cothi Motor 
Clubs joined forces to put on an 
excellent forest rally and as a result 
of the former club’s reputation with 
its Cilwendeg (Cod Fillet and 
BTRDA rally of the year) imme- 
diately had the Bro Myrddin 
selected as a qualifying round in the 
BTRDA Gold Star championship. 
This far-sightedness by Mike Broad 
and his band was not to be dis- 
appointed, and the event proved to 


ECR drivers battle... 


be one of its best championship 
rounds, It had all the ingredients of a 
classic — a quality entry, prime 
forest stages including two new ones 
(one Forestry Commission and one 
Economic Forestry Group); glorious 
weather; slick internal timing and 
prompt results with no arguments. 

Escorts filled not only the first ten 
seeded places but also the first ten 
overall. However, this was not the 
case lower down the field and with- 
out the clubmen fighting out the 
smaller capacity classes the entries 
(totalling 100) would have looked 
very sick indeed. 

Cars assembled on Friday evening 
at Carmarthen although co-drivers 
did not get their paperwork until two 
hours before departure early Satur- 
day morning. This is another case of 
road rallying rules not | appro- 
priate to stage events and many 
were the moans from co-drivers who 
had to appear at 5.30am. Mick 
Mancey co-driving for Terry Brown 
chose to sleep on after a heavy night 
previous, although he did catch up 
with his driver just before the 
stages. Potential protests to the 
Stewards who included John Brown, 
were avoided when on the second 
stage Trawscoed/Brechfa East, 
Terry Brown vaulted his 2-litre BDA 
into that of Dai Roderick. In all, four 


The ECR for drivers seems to be turning into something of a battle between 
Bernard Darniche, Antonio Zanini and Andrez Jaroszewicz. Two weeks ago 
the latter won the Golden Sands Rally in Bulgaria while last weekend as 
Zanini battled to fourth ge at Ypres, Bernard Darniche cruised home to win 


the Rallye d’Antibes. T! 


e situation now therefore is that Darniche leads with 


200 points, and Zanini and Jaroszewicz are equal second with 150 points. 
Below is Zanini in action at Ypres. 


effect at Ypres. 
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Walter Rohrl’s fuel-injected 240bhp 16-valve engine which he used to good 


cars flew off at this deceptive curve 
(582345), which is preceded by three 
miles of flat-out curves and visually 
looks just as flat as all the others. 
However adverse camber gets the 
more exuberant drivers into the 
undergrowth very quickly indeed. So 
the two leaders at the end of the first 
stage were both out. 

Graham Elsmore had started at 
number zero driving the Gwalia Van 
Hire 2-litre RS with Pete Fear, its 
owner, as “shotgun”. Unfortunately 
Pete had not mastered the road 
timing and they were excluded at 
half way. Target road timing is an 
excellent way of keeping a daylight 
stage event together. Basically navi- 
gators are given a minimum and 
maximum time on which to drive 
from the end of one stage to the 
beginning of the next. For example, 
from the start to SS1 arrival, the 
relative times for the 15 miles were 
30 and 40 minutes. If a car records 
less, you are penalised under the 
“three-quarters” time rule. Any time 
over the maximum comes out of an 
overall allowance of 30 minutes. 
Excessive rebuilding is thereby cur- 
tailed; there is little point in thrash- 
ing around the countryside, and 
most important, a reliable car and a 
driver who passes other cars on 
stages improves his seeding on the 


Ulster Rally 
Regulations 


Regulations are now available for 
The Belfast Telegraph ns gh 
Ulster Rally, an RAC round this 
year, which is scheduled for the 
weekend of the 3/4 September. 
Organised by Omagh, Larne, Mid 
Antrim and North Ulster Car Clubs, 
the committee consists of two 
members from each of these clubs 
plus an independent chairman 
(David Mitchell). 

The format of the two-day event 
consists of a maximum distance of 
450 miles starting at Antrim on Fri- 
day evening and finishing early 
Saturday afternoon in Portrush, The 
route will contain approximately 30 
stages giving some 180 miles of 
classic Ulster closed roads; no prac- 
tise or pace notes, of course. 

Joint Clerks-of-the-Course are 
Harry Johnston and Mike Ford- 
Hutchinson, while Roy Sloan is 
Secretary of the Meeting; regs can 
be obtained from the latter at 11, 
Gortin Heights; Dunhice Park; 
Ballymena. Telephone number is 
Ballymena 41896. 


@ A sponsorship deal with a differ- 


ence has been announced b 
Hutchings of Rhondda, the Vaux! 


dealers for that part of Wales. They 
have agreed to supply Howard. 


Davies and Phil Jones, currently the 
men to beat, with a Vauxhall 
Cavalier, complete with sunshine 
roof, for the remainder of the Welsh 


Championship series. Power is from 


the 1900cc unit and the only modi- 
fications to the car are a set of 
Bilsteins and the removal of the air 


dam from the front of the car to give 


better ground clearance. At the time 
of writing the MN series and any 
national events entered by the team 
are thought to be the subjects of 
separate discussion with Hutchings 
of Rhondda. 


‘rally without speeding along the 


‘public road. 
With the immediate leaders gone, 
Laurie Richards now ank 


Pierson by 13 seconds with Roger 
Davies and the Simpsons only 3 
seconds away. Crews now had the 
longest run to SS4 —“Clynsaer”’— 22 
miles — target time between 57 and 
75 minutes proved too easy for 
Elsmore who blotted his copy book 
and was excluded at halfway. 

Clynsaer is an Economic Forest 
lying just north of Crychan and was 
being used for the first time ever. 
EFG roads have a feel of their own, 
unlike Forestry Commission, they 
have grass down the middle and are 
narrow with loose gravel tramlines. 
Ba are not rough but have plenty 
of fast jumps. The Scandinavians 
will love them! More and more of 
these roads are becoming available 
thanks to the efforts. of John 
Henderson and if they are an alter- 
native to Esgair Dafydd (the TV 
stage) which followed just across the 
road and was used twice in rapid suc- 
cession, Allah be praised. Boulders 
filled every bend and at least 20 cars 
retired here sometime during the 
day. No competitors want to go 
there again. 

By contrast, Crychan which 
followed was excellent, and on this 
occasion was not without its drama. 
Laurie Richards still held the lead, 
hotly pursued by Roger Davies. 
What happened next is not entirely 
clear but the end result was the 
same. Richards, running as first car, 
collected a log and a six minute 
penalty. Whether or not it was the 
sight of this misfortune, but Roger 
Davies must have had a rush of 
blood to the head as he put his car off 
within a few hundred yards of the 
Richards accident. 

A number of cars had problems 
with logs and arrows on this stage. 
The Simpsons overshot one aronty 
a few yards and Jim Llewelyn in his 
Avenger GT did the same thing and 
hit logs which were blocking the 
alternative road. Whittal Williams 
also retired here with engine 
problems. On the same stage a 
marshal half way through claimed he 
saw Geoff Simpson without a crash 
hat, but as he had it on at both the 
start and the finish, this sounded as 
if it must be a case for an identi- 
fication parade! 

At the lunch halt at Llandovery, 
Simpson held the lead on 34.26, 
perpees by Pierson on 34.40, and 

teve Reed/Jim Goodman on 35.14. 
The second half was a repeat of the 
morning with an extra three mile 
loop on the EFG Clynsaer. Pierson 
began to apply the pressure to 
Simpson and once more took the lead 
but lost it again when his gear lever 
came out, losing him 38 seconds. 

So to the finish where results were 
pousety posted with no queries. 

veryone was full of praise for the 
slick organisation. Geoff Simpson 
was a popular winner and although 
he has been leading the Gold Star 
series this was his first ever rally 
win. Frank Pierson was the ever- | 
attendant bridesmaid but was at 
least pleased that it was he who built 
the engine in the winner’s car as well 
as having another car at seventh 
overall! 

West Wales events always have 
had an atmosphere of their own, and 
what the Cilwendeg is to road 
rallying, the Esso Uniflo Rali Bro 
Myriddin has seemingly already 
become to Welsh stage rallies. 


COLIN FRANCIS 


1, G. Simpson/A. Simpson (RS1600), 73.51; 2, F. 


Pierson/A. Brick (RS1600), 74.22; 3, S. Sped/J. 
Gooc nan (RS1600), 75.10; 4, R. Edwards/M. 
Hope (RS1600), 77.39; 5, C. McAuliffe/M. 


Kingsland ee 78.31; 6, P. Waldon/J. Jones 
RS1600), 79.01; 7, D. Moore/B. Camm (RS1600), 

03; 8, S. Krone Haig pene | 79.16; 9, L. 
Richards/J. Tew (RS1800), 79.28; 10, S. Jones/D. 
Waterfield (RS1600), 79.40. 
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Lauda back 
to work? 


NIGEL ROEBUCK discusses’ the 
prospects for next weekend's French GP 
at Paul Ricard. 


Some people like Paul Ricard. (It says here). They 
like the fact that it is close to Bandol, a charming 
little Riviera resort with none of the pretensions 
of Juan-les-Pins or St Ke eg But some people 
even claim that they like the bland, dusty white 
elephant of a “circuit’”” which has, it seems, 
become the pérmanent home of the oldest Grande 
Epreuve on the calendar. When one thinks of the 
Circuit Paul Ricard, one immediately brings to 
mind the officials, on two counts: one, they are 
astonishingly rude, and, two, they seem consider- 
ably to outnumber the spectators. . . . 
owever, it is to this weekend’s race that we 
must turn our attention, and to thoughts and 
speculation as to which teams will best cope with 
Ricard’s sequence of Mickey-Mouse corners and 
mindless mile-long straight. Niki Lauda won last 
> race but, in itself, that is no kind of a guide 
ecause he dominated pretty well everything else 
as well. Lauda started from the pole as usual and 
took the flag a scant ls in front of Hunt’s 
Hesketh, with Mass having an on-day with third 
place and fastest lap. 

This year, Ferrari must once again start favour- 
ites. Regazzoni started from row five in 1975 and 
his race occupied preci ten minutes, but ten 
exciting minutes they were, as the Swiss climbed 
from ninth to second in that time... . and then 
blew his engine. Ricard is not really Uncle Clay’s 
sort of circuit but, you never know, he might be in 
the mood. Lauda, it need not be said, will be in the 
mood. Ferrari have not been testing at Ricard 
recently, preferring to devote their time to serious 
places like the Nurburgring and the Osterreich- 
ring, but bear in mind that it is now nearly a 
month since Niki won a race, so it must be due. ... 

Quickest during last week’s testing, surprising- 
ly, was the Brabham-Alfa Romeo BT'45 of Carlos 

‘ace, which went round in 1m 48.2s, compared 
with Lauda’s 1975 pole time of 1m 47.8s. Lauda, 
of course, set this time before the new airbox and 
wing regulations came into force, so comparison is 
not really fair. Pace’s time looks extremely useful, 
in fact, and the Brazilian was half a secord 
quicker than anyone else. The car was apparently 
prodigiously fast on the long straight. Both Pace 
and team-leader Reutemann have been out of 
contention for too long now, and maybe Ricard is 
the turning point. Maybe. 

If we are to judge by testing times, then James 
Hunt and Me aren are back in serious 
contention. (There again, the combination was 
right up there during testing at gee eggs o 
James, like everyone else, really must be 
wondering how five-eighths of an inch can be the 
difference between pole and mid-field. The M23s 
went well at Ricard oa year, and Hunt and Mass 
should both be right up there. 

Mario Andretti’s showing in Sweden means 
that we now have to take the JPS marque 
seriously again, and then some. The American 
finished fifth last year with the Parnelli, and right 
now is “hot”. Another storming performance 
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from him this weekend would come as no surprise, 
and the brilliant Gunnar Nilsson has been out of 
the results since Jarama, as well. ... 

The naturally partisan crowd will, of course; be 
rooting ae for the Ligier-Matras. That’s 
right, plural. For Jacques Laffite is definitely to 
be joined this weekend by Jean-Pierre Jarier, late 
of Northampton. Both were out testing a week 
ago, and both were some way off the pace, 

though, interestingly enough, “Jumper” was 
the quicker, Six months ago, on a cold-ish day, 
Laffite equipped himself with soft tyres, took a 
deep breath and screamed round in 1m 46.7s. But 
that, once again, was with old wing and monster 
airbox. Somewhere, the team has lost four 
seconds. However, both these men will give their 
all on Sunday, and all will wish them well. 

Not quite all, actually. If Jarier slots the JS5 
onto the front row, it is unlikely that Alan Rees 
will be his cheerleader. All at Shadow are 
intensely annoyed at the manner of JPJ’s depart- 
ure from their team. Two cars will be present at 
Ricard, but it seems that Tom Pryce will be the 
only driver. The Welshman is confident that 
better times are ahead, but cannot be considered a 
serious contender with his present DN5 
equipment. 

Another unhappy team at the moment is 
March. Vittorio Brambilla is spending too much 
time off the road and Ronnie Potarene too much 
(per: lap) on it. ag at Monaco have we seen 

ashes of the 1973 Peterson, but surely he must 
recover his old form soon. Likewise, Hans Stuck 
was magnificent in the Principality, but has 
hardly figured elsewhere. Arturo Merzario has 
still to show that heis a Grand Prix driver. 

Three Surtees TS19s will be there, for Alan 
Jones, Henri Pescarolo and Brett Lunger, and 
Alan can be relied upon to give a good account of 
himself. John Watson once more has the sole 
Penske, and the Irishman went well last week, 
recording times in the Hunt-Andretti bracket. 
Emerson Fittipaldi will be having another go at 
trying to make his Copersucar-Fittipaldi behave 
like a racing car, and Jacky Ickx and Michel 
Leclere will be there for the Frank Williams team. 
Once again, two RAM Brabhams are entered, and 
this time, it seems that there is a chance that the 
one driver to have shown some real promise for 
this outfit, Patrick Neve, will actually get to 
drive; Loris Kessel is the other driver. From 
Holland comes the news that the Hoogenboom 
brothers have, predictably, become disillusioned 
with motor racing and have cleared out, leaving 
Larry Perkins without a drive. 

The Ensign team will be going to Ricard, 
despite all the doubts of last week, but sadly their 
star turn will not. Chris Amon injured his back in 
the Anderstorp shunt, and is just not fit enough 
to drive. All being well, however, the popular New 
Zealander will be back for Brands Hatch. The 
likely driver of the N176 is Lella Lombardi, who 
still has her Lavazza money to spend. 

And that leaves us with the six-wheelers, 
doesn’t it? On paper, Paul Ricard should be ideal 
for them. They turn in well, and with their 
incredibly low frontal area, should go like shells 
on that straightaway. But, in testing, it has not 
been like that. It seems that they have actually 
been losing ouf in a straight line. For all that the 
testing suggests, however, you can be sure they 
will be up there on Sunday, Patrick Depailler and 
Jody Scheckter both. 

For our money, mind you, it’s still a race for 
second, with that red number one just inching 
,away all thetime.... oO 


Serious challenger at last? 


MERI RR GP preview 


Circuit Paul Ricard, France 

Lap distance: 3.604 miles. 

Lap record: Jochen Mass (Fl McLaren- 
Ford M23), 1m 50.60s, 117.51mph. 


PREVIOUS RESULTS 

1972 Clermont Ferrand (38 laps — 
190.19 miles) 

1, J. Stewart (Tyrrell-Ford 003), 
101.56mph; _ 

2, E. Fittipaldi (Lotus-Ford 72D); 

3, C. Amon (Matra-Simca MS120D). 
ih Nt Ricard (54 laps — 194.61 
miles 

1, R. Peterson (Lotus-Ford 72D), 
115.17mph; 

2, F. Cevert (Tyrrell-Ford 006); 

3, C. Reutemann (Brabham-Ford BT42). 
1974 Dijon (80 laps — 163.49 miles) 

1, R. Peterson (Lotus-Ford 72D), 
119.75mph; 


imiles) 


1, N. Lauda (Ferrari 312T), 116.60mph; 
2, J. Hunt (Hesketh-Ford 308); 
3, J. Mass (McLaren-Ford M23). 


RADIO COVERAGE 

Friday: Radio 2, 18.45. 

Saturday: Radio 4, 08.25; Radio 2, 
17.30. 

Sunday: Radio 2, 19.00. 

Monday: Radio 4, 07.25 or 08.25. 


TIMETABLE 

Practice 

Friday: 10.30-11.30 and 13.30-15.00. 
Saturday: 10.30-11.30 (unofficial) and 
13.30-15.00. 

Sunday: 9.00-9.30 (unofficial). 

Race (54 laps) 

Sunday: 15.00. 

All times indicated are French local time 
(one hour ahead of UK). 


CHAMPIONSHIP POSITIONS 

World Championship of Drivers (after 
seven rounds): 

1, Niki Lauda, 55pts; 2, Jody Scheckter, 
23; 3, Patrick Depailler, 20; 4, Clay 
Regazzoni, 16; 5, Jacques Laffite and 
Jochen Mass, 10; 7, James Hunt, 8; 8, 
Gunnar Nilsson and Hans Stuck, 6; 10, 
Carlos Reutemann and Tom Pryce, 4; 
12, Chris Amon, 3; 13, Emerson 
Fittipaldi, Alan Jones, John Watson and 
Carlos Pace, 2; 17, Mario Andretti and 
Jacky Ickxp1. 
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correspondence 
Castigated 


To be castigated by ‘“‘Bird-Brain Brittan” in last 
week’s issue (Private Ear) has elevated me into 
the company of such motor sport enthusiasts as 
Lord Nexanden Heskith (sic), Sid Offard of the 
BARC (sic), and a driver of the talent of Ronnie 
Peterson, to name but three. 

I suppose that in common we have all achieved 
something or other that has disturbed “Bird- 
Brain”, a nonentity I have never met and who, 
therefore, must have had a one sided report about 
my statements to Mr Marsh at Monaco. 
Incidentally, I neither skate or get drunk and 
have never seen the inside of a commentator’s box 
anywhere, 

How about a club for people that ‘‘Bird-Brain” 
knocks in his mental wanderings? To qualify you 
have to achieve something or do some good for 
the sport, this ensures he mentions you. Helping 
a charity gets extra status, and donations to 
marshal’s equipment ensures special treatment, 
by this unacceptable rear-end of motor sport. 

Top class drivers in all formulas may join before 
this illiterate clown denigrates your efforts, up 
and coming drivers will be equally welcome. 

If you have a short, easy to mer name it will 

t 


help, spelling seems a little difficult for him (SIC). 
SOUTHEND, ESsEx. T. D. KEEGAN, 
Chairman & Chief Executive, 
British Air Ferries L td. 


infuriated 


I feel I must = pen to pa in reply to Robin. 
in 


Herd, from “ 
June 10). 

Mr Herd desdribes the Formula 3 driver as 
“likely to be the next Jim Clark”. 

I have never been so infuriated in my life. 
Doesn’t Mr Herd know that their will never be a 


iacomelli ogue”, (Private Ear, 


“next Jim Clark”? For many people, Jim was the 
greatest driver ever, whose style was “purely 
personal’’, and will never be eclipsed. I have great 
admiration for Jackie Stewart, and the late, great 
Roger Williamson, but would never ve 
described either driver as a ‘‘next Jim Clark”. 

For Mr Herd to associate Giacomelli with the 
pure perfection of Jim Clark leaves me speechless. 
COVENTRY: W. MIDLANDS. D. GRIFFITHS. 


Unjustified 

Up to now I have enjoyed Pete Lyons’s Grand 
Prix reports in your magazine, but feel I must 
write to ask what he has against Niki Lauda and 
Ferrari. While most would agree that it was 
refreshing to have Tyrrell back in the top honours 
list in Sweden, I nevertheless cannot see the 
justification in the almost scathing remarks and 
insinuations regarding Lauda. Perhaps this is the 
reason why Lauda seems to favour interviews 
only with your competitors? 

I imagine something had upset Pete Lyons, so I 
will give him another chance. 
CHEDDAR, SOM. R. WOODBRIDGE. 
[Pete Lyons was merely quoting Niki’s comments 
directly, Mr Woodbridge, a straight piece of 
pe sar danes However, since Niki’s remarks have 
obviously upset you as a reader, we will give you 
another chance. — Ed.| 


Legalized 
As Secretary of the-Meeting of the Vintage 
Sports Car Club’s recent Oulton Park race 
meeting, I should like to assure your corres- 
pondent Ian Titchmarsh that there was nothing 
irregular about the numbers of cars allowed to 
start in the races. 

It is true that the maximum number of starters 


the editor is not bound to agree with readers opinions 


authorised for races at this circuit is 24, However, 
for our meeting, a special concession had been 
pone enabling up to 30 cars torun in races with 

ndicap starts. The Permit was suitably 
endorsed. 


KINGSCLERE, BERKS. TONY BIRD. 


Then as 
now? 


In our issue of 25 years ago this week, 
AUTOSPORT carried a ten-page report of the 
Le Mans 24 Hours race — ‘‘A Great British 
Victory”. The new XK120C Jaguars were 
not seriously considered to be threats until 
they arrived at the circuit under the direc- 
tion of “Lofty” England, but after four 
hours the Jaguars were one-two-three 
(Moss/Fairman, Walker/Whitehead, 
Chinetti/Johnson). The Walker/Whitehead 
car scored Britain’s first victory at Le 
Mans for 16 years after the Moss/Fairman 
car threw a rod. The Macklin/Thompson 
Aston Martin was third, just ahead of 
Pierre Levegh’s Talbot .... In another 
British success, the Ecurie Richmond 
Coopers of Alan Brown and Eric Brandon 
were first and second in the Formula 3 race 
at Toulon . ... Ken Wharton broke Joe 
Fry’s Freikaiserwagen outright record at 
Shelsley Walsh with his blown Cooper-J AP 
. ... We carried a plea from a reader for 
more Formula 2 races. in Britain, and a 
Technical & Otherwise feature by John 
Bolster on valve gear.... 
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“As for those people 
who insist that there 
is little spectacle in 
hillclimbing, they 
obviously haven't 
seen an F1 car driven 
in anger up what 
amounts to an 
English country lane.” 


CHRIS MASON 


The appeal of 
hillclimbing 


Where can you see F'1, F2and F5000 cars in action 
together? The ShellSport European 5000 Champ- 
ionship? Yes, but you can also see such 
machinery, and just about every other type of 
competition car, at any one of Britain’s major 
speed hillclimb events. Bead hillclimbing — runn- 
ing against the clock up normally narrow and 
sinuous roadways — is one of the oldest forms of 
motor sport. The Midland Automobile Club 
organised their first event at Shelsley Walsh 
(Britain’s oldest motor sporting venue in current 
use) in August 1905, and had staged a hill- 
climb at Gorcott Hill (on the Birmingham-Alces- 
ter road) as early as 1901. Between the Wars, 
when circuit racing in an was limited to 
Brooklands, Donington Park (from 1933) and Cry- 
stal Palace (from 1937), hillclimbing and sprinting 
were prestigious activities for internationally 
famous drivers: Caracciola, Stiick, Segrave and 
Campbell all competed at Shelsley. Although 
Jaguar and Aston Martin continued to enter 
works cars in major hillclimbs well into the 
1950s, speed hillclimbing declined in appeal 
after World War 2. The ready availability of 
circuit racing (where competitors and spectators 
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certainly have far more “racing time” for their 
money), combined with the near total domination 
of hillclimbing by the effective but aesthetically 
uninteresting big-twin pen ery Coopers 
(winning mount for the RAC Hillclimb Champion 
for 10 out of 11 years), combined to lessen 
interest. 

Today, however, the position is very different, 
even though the international element is still 
missing from British hillclimbing, and the bur- 
geoning interest in special stage rallying in recent 
years has channeled away a lot of the attention of 
the motoring journals from other off-circuit motor 
sport. Prescott, the venue for the first major hill- 
climb of 1976, had an entry which included 56 
competitors in the racing car classes, including 24 
over 1600 runners. These big numbers will be 
maintained and probably exceeded throughout 
the season, to say nothing of the supporting cast 
of saloons, sports cars, sports-racers, vintage and 
historic machinery which together make up the 
most varied collection of cars to be seen at any 
kind of event. 

Why the interest? What’s the appeal of an 
event where, for an entry fee of £6-£7, a driver has 
about three to five minutes highly concentrated 
driving — including practice? A limited amount of 
commercial sponsorship has come into hillclimb- 
ing, notably from Castrol, Shell, Guyson Inter- 
national and Woking Motors in event/champion- 
ship sponsorship, and from firms as diverse as 
Fenny Marine, Griinhalle aye Waring & Gillow 
and Wendy Wools, with individual competitors. 
But most concerned in hillclimbing are aiming 
only for competitive relaxation. The atmosphere 
in the paddocks is therefore more relaxed and in- 
formal than is often the case at race meetings. 
The leading contenders in the RAC Hillclimb 
Championship are usually to be found congre- 
gating around each other’s multi-thousand pound 
machinery, helping each other out (there have 
been many occasions over the years when a crash 
or mechanical derangement has resulted in a 
driver being lent an arch-rival’s car), and gener- 
ally behaving in a truly civilized manner — not 
that this lessens the competition on the hill. 

Hillclimbing is a sport for perfectionists. The 
very limited amount of time on the hill means that 
to be in with a chance of an award a driver must 
have a perfectly prepared and developed car, and 
cannot afford a single tiny mistake on the hill 


when an event is often won by a few hundredths 
of a second. It is very evident that “rock-ape” 
driving and “bodged” cars are few and far 
between and singularly unsuccessful. During the 
1950s it did seem that the optimum hillclimb car 
had been evolved in the form of the Cooper-J AP, 
but from some years now there has been great 
competition between nimble F2-type cars and the 
very powerful yet relatively cumbersome F5000 
anf Fl yo} Is the 3.4-litre Cosworth GA- 
engined Griinhalle Lager March 76A of Chris 
Cramer the long-term answer? Or will it fall 
between two stools? 

Those drivers seriously chasing the RAC 
Championship naturally receive a lot of attention 
— after all they are usually the fastest men in the 
fastest cars — but for the scores of other compet- 
itors at major meetings there are classes to be 
won, points to be scored in the RAC Leaders or 
Guyson/BARC rr aap gw (which cater for 
fast drivers irrespective of the classes in which 
they compete), and, by modern standards, a mini- 
mum of pettifogging regulations to trip them up. 
Although entry fees are by no means insignificant 
for the clubman, running expenses tend to be 
much lower than in other forms of motor sport, by 
virtue of the short competitive distances in- 
volved. Drive shafts are about the only compon- 
ents which take a more than average amount of 
punishment! 

Harewood has certainly had the odd 10,000 plus 
crowd, and, I believe, so has Shelsley in recent 
years, and in fact hillclimbing has at least as 
much to offer to the spared as special stage 
rallying, for instance. To start with, most hill 
climbs are in areas of beautiful scenery (Prescott, 
Harewood, Barbon, Doune and Bouley Bay spring 
to mind immediately), which makes for greater co- 
operation from the less enthusiastic side of the 
family. The cars range from slightly modified 
road cars up through a nostalgic collection of 
older competition cars to the very latest equip- 
ment from March, Modus, Ralt and Pilbeam — all 
of which can be examined more closely at most 
venues than is generally the case at major circuit 
meetings. 

As for those people who insist that there is little 
spectacle in hillclimbing, they obviously haven’t 
seen an F1 car driven in anger up what amounts 
to an English country lane. For spectacle, I think 
that’s in the Blomqvist or Mikkola class! Oo 
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Ribeiro and Tambay lead race hero Arnoux, Pryce and the rest into the first turn immediately after the s tart. 


Some like it hot 


Maurizio Flammini wins for works March-BMW team and puts himself back into European 


Championship battle — Rene Arnoux star of race — Alex Ribeiro claims pole and leads initially 


— French Renault V6s soundly beaten — Rep 


Maurizio Flammini, March Engineering and 
BMW did Formula 2 a power of good last 
Sunday at Rouen. They won, and won hand- 
somely, beating the French Renaults which 
have been threatening, of late, to dominate 
this year’s European Formula 2 
Championship. 

The picturesque Rouen-Les Essarts cir- 
cuit, demanding as it is, has been a happy 
hunting-ground for the works March team. 
In the last six seasons, their works cars have 
won there five times. This year’s victory 
could not have been timed better. 

Echoing the words which were in evidence 
after the previous week’s race at Hocken- 
heim, the works March-BMWs attacked the 
French right from the onset of practice and 
it was Abe Ribeiro who ended up on the, 
pole. 

Having led the early stages, until side- 
lined by an electrical fault, Ribeiro handed 
the lead over to Rene Arnoux. It began to 
look as if this diminutive Frenchman would 
disappear into the distance with his 
Renault-powered Martini. But it wasn’t so. 
Rene, too, encountered a misfire which gradu- 
ally worsened, dropping him further back 
until he had to make a pit stop to have the 
spark box (plus two front tyres) changed. He 
rejoined, albeit a lap down, and with the bit 
firmly between his teeth, although there was 


26 


little to gain, he became the hero of the race 
as he carved through the field taking two to 
three seconds a lap off the leaders and 
setting lap record after lap record on the 
way. ‘ 

Benefitting from the early demise of 
Ribeiro and Arnoux was Flammini whose 
lead was then threatened by Patrick 
Tambay’s Martini Renault before the 
Frenchman had his engine expire, leaving 
Jean-Pierre Jabouille’s similarly powered 
Elf 2J in vain pursuit of the flying March. 

Taking third and fourth places, after ex- 
tremely gece drives, were Giancarlo 
Martini’s March-BMW and Keijo Rosberg 
in the distinctive looking ToJ-BMW, while 
Roberto Marazzi’s Chevron-BMW and Ingo 
Hoffmann’s March-Hart completed the 
points scorers. 

A notable retirement was Tom Pryce who 
was drafted into the ‘works’ BMW- 


powered Fred Opert Chevron B35 at the last 
minute, qualified third fastest and was run- 
ning up with the leaders before he fell off 
after six laps. 

It was an interesting race, if not a great 
one, and held in near-tropical conditions. 


ort and photos: CHRIS WITTY 


ENTRY & PRACTICE 


If the competitors at Hockenheim the week before 
thought it was pretty hot, then they were in for an 
even warmer time at Rouen. “This is like practice 
for Mugello and Enna,” quipped one F2 regular, 
and ju ging by the engine temperatures over the 
two days of practice, this was Enna at its hottest, 

There were a lot of non-qualifiers at 
Hockenheim, and the situation was the same at 
the beautiful Les Essarts circuit, situated 12kms 
east of Rouen and comprising 80 per cent of 
public roads. Rouen can only start 20 cars but, 
— rc? 30 hopefuls turned up to try and make 
the grid. 

Considering he had never seen the circuit 
before, Alex Ribeiro was the revelation of 
practice, ending up quickest on both days in his 
works-prepared Caixa March-BMW 762. Alex, with 
that familiar cheeky grin spread across his face, 
was no doubt trying to erase the memory of his 

revious week’s encounter with his team-mate in 

ermany. He spent a day or two driving around 
the track in a hire car at a speed which must have 
been impressive as a local “boy racer”, who was 
following, had the misfortune to roll his Renault 
R8 while in vain pursuit! 

Ribeiro’s March was unchanged since 
Hockenheim, save for his two factory mechanics 
screwing the relevant bits and pieces back onto 
it. In the first session on Thursday afternoon, the 
field was split into “odds” and “evens”, and after 
Rene Arnoux had set the earlier odd-numbered 
pace in his familiar Martini at 1m 48.01s, Ribeiro 
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went out and lapped in a resounding 1m 47.41s, 
0.6s quicker than anyone else. He improved the 
following day, getting just under Jean-Pierre 
Jabouille’s pole time from last year by shaving off 
another 0.22s to stay ahead of the closing Patrick 
Tambay in the other Martini-Renault. 

Like the works Marches, both the Martini- 
Renault Mk19s were unchanged from the 

revious week. “Apart from playing with roll 

ars, springs and damper settings, all we’ve done 
to the cars this season is to fit the re-profiled 
nosecone for Pau” explained team manager 
Hughes de Chaunac. 

After Arnoux’s early practice pace, Tambay 
found that missing second the following 
afternoon and, had his engine not tightened up 
towards the end of the period, he might have 
knocked the little Brazilian off the pole. “It was 
like putting a handbrake on,” explained Patrick 
afterwards, in between yoamneng best of his 
birthday cake (he was 27 years old on Friday). 
Arnoux wasn’t far behind his fellow Martini 
driver but in among them was a very welcome 
hoteper in the form of Shadow Grand Prix 
driver Tom Pryce. 

Chevron Cars were the instigators in this deal, 
having to comb the hills of Wales to find him 
earlier in the week. The car was the BMW- 
renee Chevron B35 used by Harald Ertl at 

ockenheim and Jacques Laffite at Pau. It was in 
Fred Opert’s familiar sky blue livery and, 
according to Chevron’s Paul Owens, Tom 
apologised after the first session for not being on 
pole. The following day he almost obliged, 
improving by 2.3s in a car which he described as 
“fantastic — a winner.” 

Next up was Ribeiro’s team-mate Maurizio 
Flammini. It was obvious that the Italian’s 
sprained forearm was still giving him trouble for 
he had to be lifted out of his Scaini March-BMW 
762 at the end of the second practice, having 
improved on his previous day’s time (like virtually 
everyone else) to end up on 1m 47.67s. Mind you, 
in trying to go quicker he bent a few things, like 
the accelerator pedal, the brake balance push-rod, 
et al. “When you watch him turn the steering 
wheel in the pits, the whole dashboard moves at 
least an inch,” joked one of the March personnel. 

Partnering Flammini on the third row was 
Michel Leclére in the faster of the two Elf Switzer- 
land Renault-powered “specials”. Leclére may 
well have been higher up the grid had he not fallen 
off the track on the wey first lap of practice. He 
explained that “the brake.pedal went straight to 
the floor” which sent the Elf 2J onto the marbles 
and into a gentle spin. Unfortunately the car 
slewed sideways into a wooden catchfence post. 
The damage was quite amazing. The post pushed 
in the crude deformable structure and snapped 
one of the longitudinal tubes in the spaceframe 
chassis as well as destroying the rear bi-plane 
wing. The suspension pick-up points were 

ntouched but it meant an all night session for 

he mechanics to — it for the es day, 
when Michel redee himself and confidently 
~ into the forty-sevens. “Perhaps I might have 

een 0.5s quicker because the engine coughed 
slightly going UP the hill on the far side of the 
track,” said Michel. The car was running out of 
petrol as he set his time on the very last lap of 
practice. 


Maurizio Flammini confidently hurls the works Mar: 
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As for his team-mate Jean-Pierre Jabouille, 
things were not going well. At Hockenheim the 
team had found petrol problems due to new 
Germany regulations stipulating that fuel now 
has to have less lead content, thereby making it 
more volatile and thus upsetting their metering 
units. The mechanics had spent their only day 
“off” extensively modifying the front of 
Jabouille’s chassis. 

Apparently this is the last 2J chassis built and, 
in order to keep the weight down, the frame was of 
smaller tubing. Consequently, of late Jabouille 
has found that it flexes, (Leclére’s chassis has 
larger tubes and a stiffening plate over the 
driver’s legs), and so more cross-section tubes 
were welded into place in an effort to cure the 
problem. Incidentally, Jabouille’s car has 
different suspension geometry, both front and 
rear, from Leclére’s car, as Jean-Pierre has run it 
(since Pau) with a lower roll-centre. 

Bringing a smile to Fred Opert’s face, especially 
after Pryce’s performance, was Hans Binder. The 
Austrian, who will take delivery of his new BMW- 

owered Chevron B35 for the next race at 

ugello, was running in the Hart-powered B35 
usually driven by Juan Cochesa. It was a deal 
organised by the factory. Binder settled in quietly 
and quickly, surviving a high-speed spin in the 
first session owing to a puncture, but chasing 
“team-mate” Pryce well in the second in order to 
achieve his time. The third Opert Chevron B35 
(also Hart-powered), driven by Frenchman Jose 
Dolhem, was a little further adrift. 

Italian Giancarlo Martini maintained his recent 
return to form with another good outing in the 
Minardi March-BMW 762 although it was his 
team-mate, Lorenzo Niccolini, who perhaps drew 
most attention in his similar car. Having fallen off 
early on Thursday’s practice, the untidy Italian 
got it altogether actually to qualify for the grid, 
although his lines left a lot to be desired. 

It was good to see Ingo Hoffmann back in F2 
again. He missed Hockenheim because the Willi 
Kaushen Racing Team only had two chassis’ 
available (Ingo had destroyed the team spare at 
4 pe and the German organisers had wanted 

ass. 

From an eg aie mg eighth quickest after the 
first day, the Brazilian slipped to 10th by Frida 
even though he was able to improve by a second. 
The car he was driving was, in fact, Mass’s from 
the previous week and, rather than run two as 
first intended, the German team decided on just 
one car — Klaus Ludwig was at the Norisring 
with his Zakspeed Escort. 

After a wire came off the spark box in the 
second session, Ingo then found the Hart maine 
losing revs. ‘‘I then saw the man with the flag 

ive me one more lap so I thought, it’s got to be 

is lap”, said Ingo afterwards. Even with an 
engine some 400 revs down, 1m 49.22s was a 
a neat effort. A new unit, brought over by 

rian Hart himself (it saved negotiating a deal to 
borrow one of Opert’s spares) on Saturday, the 
day off, was installed for the race. 

Keijo Rosberg looked absolutely exhausted 
after the first session. The Finn had again been 
going well in the Toj-BMW, although the shape of 
the car’s body kept the cooling air out of the 
cockpit and “Keke’’ found it difficult even to 
breath, such was the heat. He improved on the 


ch onward to his second F2 win of the year. 
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second day, although he wasn’t perso 
happy (he sets himself such high standards) as the 
car looked very twitchy, understeering on the fast 
corners and oversteering on the tight ones. Still, 
in was a determined attempt to get up among the 
recognised competitive chassis. 

Giorgio Francia, who nearly ended his days at 
this circuit last year, returned for another bash, 
this time driving his CAR Chevron-BMW B35. He 
blew an engine in the first session quite early on 
which left his major effort until the morrow. Just 
one hundredth slower was Eddie Cheever in his 
Ron Dennis March-Hart 762. For the second week 
running, the car looked to be handling none too 
well, The March had a tendency to oversteer 
sharply on entry into the slower corners which 
Cheever confirmed. However, the young 
American reckoned the car handled better on new 
tyres and that’s when he was abke to do his time, 
although many people feel Eddie’s natural talent 
has waned somewhat in recent races. Formula 2 is 
a tough world and it’s an effort even to qualify 
these days, unless you’re with a pukka works 
team. 

Cheever’s team-mate, Finn Mikko 
Kozarowitzky found this out. Before practice, he 
was overjoyed to be driving a March (the Project 
Four team’s original 752 which has been 6-ised) in 
preference to his earlier Lola. However, his 
practice was handicap by gear selection 
maladies which persisted and eventually saw him 
lose out by quite a large margin. He was under- 
standably dejected afterwards. 

Francia’s team-mate, Roberto Marazzi, and 
“Gianfranco” were having good and bad fortunes 
in their respective BMW-powered Chevron B35s. 
Marazzi, who seems to excel on fast circuits (and 
admits it), went well in the first session but didn’t 
improve too much in the second. As_ for 
“Gianfranco”, he failed to qualify by a couple of 
tenths. 

Ralt fortunes took a turn for the better this 
week, for besides Britain’s Ray Mallock again 
ge onto the grid in John Wingfield’s loaned 

T1 chassis, Freddy Kottukinsky was also there 
in his Lochman Racing team example, although 
this car is BMW-powered. 

Kottulinsky ended up one hundredth quicker 
than the Team Ardmore car which was 
hampered on the first day by problems with 
the fuel-metering unit which, due to its sit- 
ing on the Swmdon Ford BDX engine, got 
rather hot. A cool air-duct cured the problem for 
the following day when Ray improved sufficiently 
to “make the grid” rather than extend the 
borrowed car. 

Also getting onto the grid, albeit towards the 
back, were Willy Deutsch whose Daimon March- 
BMW 762 was plagued with clutch and gearbox 
| sipnanpon and Alberto Colombo, the latter saying 

e was extremely lucky to make the race at all as 
his BMW engine blew up in the paddock before 
he'd even gone out to start the final practice 
session. This meant that his Thursday time stood. 

Among the notable non-qualifiers were Richard 
Robarts whose Myson March-Hart 762 had a rock 
lodge in a rear brake caliper on the first day of 
practice. The car slid off the road on its second lap 
which put paid to his chances of getting down to a 
time while John Nicholson, in his Chevrolet Vega- 
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continued 


engined March 752, reckoned he just wasn’t quick 
enough. Bobby Muir was a little more unfor- 
tunate with his brand-new Ford BDX-powered 
Chevron B35. Following the first session, when 
Muir exclaimed with glee his new-found 
enthusiasm for motor racing, the. Australian 
suffered a puncture (this after a rear wheel fell off 
in the pits) out on the circuit which meant that he 
was unable to improve. 

Then there was Jean-Pierre Jaussaud, the 
circuit lap record holder (in Brian Henton’s 
March-Ford 752 at 1m 48.74s last year), who 
found a nagging persistent misfire in his 
Chrysler-engined ROC Chevron B35. It was only 
after practice that a fractured spark plug lead was 
found to be the cause. 


Patrick Tambay Alex Ribeiro 
Martini-Renault Mk19 March-BMW 762 
1m 47.29s 1m 47.19s 

Rene Arnoux Tom Pryce 
Martin-Renault Mk19 Chevron-BMW B35 
1m 47.41s 1m 47.37s 
Michel Leclére Maurizio Flammini 
Elf-Renault 2) March-BMW 762 
1m 47.96s 1m 47.67s 
Jean-Pierre Jabouille Hans Binder 
Elf-Renault 2J Chevron-Hart B35 
1m 48.64s 1m 48.52s 

Ingo Hoffmann Giancarlo Martini 
March-Hart 762 March-BMW 762 
1m 49.22s 1m 48.97s 
Giorgio Francia Keijo Rosberg 
Chevron-B MW B35 ToJ-BMW F201 
1m 49.38s 1m 49.23s 
Roberto Marazzi Eddie Cheever 
Chevron-BMW B35 March-Hart 762 
1m 49.74s 1m 49,39s 

Freddy Kottulinsky Jose Dolhem 
Ralt-BMW RT1 Chevron-Hart B35 
1m 50.52s 1m 50.23s 

Willy Deutsch Ray Mallock 
March-BMW 762 Ralt-Ford RT1 

1m 50.91s 1m 50.53s 
Alberto Colombo Lorenzo Niccolini 
March-BMW 752 March-BMW 762 
1m 51.39s 1m 51.37s 


Non-qualifiers: Gianfranco’ (Chevron BMW B35), 1m 51.54s; 
Richard Robarts (March-Hart 762), 1m 51.87s; John Nicholson 
(March-Chevrolet 752), 1m 52.19s; Bobby Muir (Chevron-Ford B35), 
1m 52.80s; Jean-Pierre Jaussaud (Chevron-Chrysler B35), 1m 
52.87s, Xavier Lapeyre (Chevron-BMW B35), 1m 52.89s: Bill 
Gubeimann (March-Ford 732), 1m 54.30s; Mikko Kozarowitzky 
(March-Hart noth 1m _54.55s; Bernard de Dryver (March-BMW 
752), 1m 55.71s; Remi Gilles (March-Ford 742), 2m 08.23s. 


RACE 


There was quite a bit of activity after the early 
morning warm-up session, especially in de 
Chaunac’s Elf-Martini camp. Following practice 
the team had been worried about the high engine 
temperatures they had been attaining and the 
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Unquestionably the star of the race (as is becoming his habit) was Rene Arnoux, who put on a 
memorable display with his Martini at this most tes ting and daunting circuit. 


mechanics set to work improving the airflow 
through the front-mounted radiators and, 
perhaps more important, the exit over the top of 
the nosecone, 

Fresh engines had been installed in Tambay’s 
and Arnoux’s cars and in the space of two or three 
minutes, both Renault V6 units had broken. 
Panic. 

The only solution was to refit Arnoux’s tired 
precise unit (it had already shown signs of over- 

eating) and use the spare out of the team’s Mk16 
chassis for Tambay. Fingers were crossed. 

Over in the Elf Switzerland camp, hands had 
not been idle either, for the mechanics had fitted 
extra water radiators @ la March just in front of 
the rear wheels as well as their usual one in front. 


Once more the bridesmaid: so rarely do Jabouille’s efforts bring the rewards they deserve. 


Jabouille had also discarded the bi-wing arrange- 
ment for a single conventional rear wing, 
“because I think this is better after all’, while 
Leclére had had to make do with a similar 
arrangement, having destroyed the other in his 
practice shunt. 

The morning warm-up had also seen Ribeiro’s 
pole-squatting March plagued with a niggling 
misfire (this after a pre-race engine a whic 
was eventually cured (or was it?), while Binder 
had a head-gasket blow which saw his mechanic 
Dick Bennett do a quick rework on the top end of 
the engine (it saved changing it!). 

As the 3 o’clock start time drew closer, the 
shade of the surrounding trees offered little 
comfort and the heat under the sun gave the 
impression that you were standing inside an oven, 
So spare a thought for those drivers sitting 
pint in their cars, their thick flame-proof 
overalls worn to protect in the case of an accident 
but hardly suited to the conditions. Perhaps 
Eddie Cheever was the only one in any comfort at 
all, in that he was wearing a spec? suit (approved 
by aero space research) and lined with piping in 
which flowed cooled liquid, pumped around the 
body via the driven engine. 

Bursting away from the fall of the flag and 
cresting the rise above the long, fast (and 
distinctly hairy) descent to the Nouveau Monde 
hairpin, it was Ribeiro and Tambay side by side 
for the lead with the rest in howling pursuit. 
Robarts had, in the meantime, returned to the 

its, having done the Warp as the first reserve 
“Gianfranco” hadn’t elected to prepare himself) 
because Mallock’s mechanics had been ordered to 
remove a spare engine oil cooler at the last 
minute. 

Apparently, they’d fitted it to the rear of the 
car to aid cooling but the eagle-eyed scrutineer 
discovered in the assembly area that it contro- 
vened the regulations regarding items rearward 
of the gearbox. So it meant a rush-job for the 
mechanics to pull it off and replumb the oil lines 
while virtually on the start-line and Mallock was a 
little late in making the grid. It wasn’t the day for 
a last-minute sweat either. 

Ribeiro maintained his practice advantage on 
that first lap. However, it wasn’t Tambay who 
was chasing him hard but Arnoux who, on the 
second lap, was right with the Brazilian and 
already these two were pulling away like the 
proverbial hares. Could they last, we asked 
ourselves? 

Tambay was next, holding off Jabouille, 
although Flammini soon burst passed both of 


them and started off after the leaders. Pryce was 
in there as well although Leclére had already 
retired, a left-hand drive-shaft having snapped 
half way around his second lap. 

Ribeiro hung onto his slender advantage over 
Arnoux for the first four laps, although it was a 
little strange for as both cars burst into view, a 
distinct crackle (or misfire) could be heard. Were 
they both in trouble and yet still running so 
strongly? The simple answer was ‘“‘yes’’. The next 
lap Ribeiro was gone. His pre-race misfire had 
returned and gradually worsened, finally cutting 
the engine. Alex was out. It was as simple as that. 
Away went Arnoux. He looked fast, confident and 
a likely winner. But would he last? There were lots 
of unanswered questions, especially at this earlier 
stage. 

Before we could settle down into a pattern, two 
more front-runners had fallen by the wayside. 
Sadly, one was Pryce while the other was Cheever. 

Pryce had found his BMW engine spluttering 
while exiting the slowest corners. ‘It had been 
doing this in practice but because I hadn’t been 
following anyone, I wasn’t able to notice any 
disadvantage it may have had.” Now, finding 

eople like Jabouille and Flammini pulling away 
rom him out of these corners, this lack of low- 
down smoothness was very much in evidence and 
it contributed to his downfall, as Tom continued 
to explain. ‘To compensate, and to stay on terms, 
I had to use first gear at these corners and then 
change into 2nd halfway through. At the one 
before the pits, the car slid wide a little more than 
I expected and, having one hand on the gear lever, 
I wasn’t able to put on enough opposite lock and 
the steering wheel slipped out of my hand. It was 
my fault.” The Chevron then slid off into the 
Armco and out of the race. 

As for Cheever, a radiator stay broke which 
meant that the rad worked loose, broke a water line 
and all the water drained away. The engine there- 
fore tightened up and the team reckoned the head 
gasket had expired. 

Meanwhile Arnoux was entertaining the parti- 
‘gan crowd by holding onto his lead but that misfire 
started to worsen gradually and Flammini, seem- 
ingly unaffected by his strained arm, was inching 
closer. Tambay and Jabouille were also well in 
touch, the former pla = | a waiting game, while a 
little further behind them, Martini was just 
holding off a tight-knit group which comprised 
Francia, Rosberg and Marazzi before another gap 
emerged to Kottulinsky, Binder (suffering from 
fuel pressure problems), Hoffmann, Dolhem and 
then the rest. 

With ten laps gone, Flammini had closed right 
up on Arnoux, and a lap later, Rene had fallen to 
4th behind his two French compatriots. The next 
lap, he headed for the pits, his engine sounding 
dreadful.. It was the spark box and this was 
quickly changed while the team also fitted two 
brand new front tyres as the others had gone 
“off” with Rene’s early pace on full fuel tanks. 
Back he went, albeit a lap down, to start what 
many may reckon to be the drive of the season, 
but more of that in a moment. 

Flammini was now the man at the front, and 
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like the two previous leaders, he too was really 
iling it on despite the heat. It was another five 
ps or so before Tambay put his plan into opera- 
tion for just when it seemed that Jabouille was 
crowding Patrick’s style, the blue Martini began 
to edge away and Maurizio’s lead of around 3s 
began to shrink. 

At that stage, Patrick was the quickest man on 
the track as he began to unleash his suspect 
horses lap by lap. But it was not to be, for on lap 
18 the engine burbled, ‘‘it sounded like a dropped 
valve,” and the European F2 championship leader 
was out. 

So with half distance upon us Flammini now led 
Jabouille, while up into third place had come 
Martini, hotly pursued by the equally impressive 
Rosberg, the ToJ driver having succeeded in 
passing Francia after nine laps while Marazzi 
gradually began to lose touch, with fuel 2c open 
problems. Further back, Kottulinsky’s Ralt was 
still there (Mallock’s similar car having retired 
with a broken engine because of overheating, as 
they’d feared) chased by Hoffmann who had 
passed Binder, the latter having spun because his 
engine kept cutting out with fuel pressure 
problems and this eventually lead to his retire- 
ment. At this stage, Colombo had retired from 
this group with yet another blown ame but 
Arnoux was drawing much of the crowd interest 
for, following his pit stop, he’d caught this bunch 
on the road rather rapidly and began to slice 
through them like a hot knife in butter. 

The second half of the race didn’t quite live u 
to the activity of the first for Flammini’s Marc 
sounded crisp and clear and the Italian kept a 
pane distance over Jabouille and this began to 

engthen as the race drew on, perhaps because 
Jean-Pierre had had the centrally mounted 
(between his legs) fire extinguisher work lose and 
he was having to hold it still with one of his hands 
for fear of it going off under cornering loads. 

Martini was keeping fx en the same 10s gap 
behind the Elf 2J as his fellow countrymen had in 
the lead, Giancarlo’s éfforts made a little easier 
now as Rosberg had fallen steadily back. Appar- 


.ently the Finn’s seat had broken and sli a 


couple of inches backwards. It meant that ‘ Ree” 
had great difficulty in poaching (he p agmeet especi- 
ally the clutch, so he decided that discretion (and 
a finish) was the better part of valour, even 
though he was the one driver who used all the 
track (and the verge) for lap after lap going down 
the fast sweeps to Nouveau Monde in heart- 
stopping style. } 

Francia started to fall away from the ToJ soon 
after half distance, the Italian affected by cram 
in his right leg and a blistered gear-lever hand. 
Marazzi closed up, although his engine still 
wasn't poping too well. Then Arnoux came upon 
them like a rocket. oe In an instant he was 
through and away after Rosberg and Co. My God, 
was Rene travelling! On lap 25 he took the lap 
record away from Jaussaud. A lap later he 
reduced it further. And then further still. Faster 
and faster he went, overtaking Rosberg and 
Martini and closing on Jabouille at no less than 3s 
per lap at the end. It was a brilliant drive, admit- 


Hans Binder’s Chevron B35 leads joint European F2 Championship leader Patrick Tambay through a Spa-like section of the glorious Rouen circuit. 
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tedly in vain, but all the more brilliant when you 
discovered afterwards that he’d had a slowly de- 
flating right-hand front tyre for the last 20 laps or 
so! Amazing, and no wonder the crowd reserved a 
special cheer for their hero of the day. 

As Flammini rushed onward towards an excel- 
lent victory, a race which he’d taken by the horns 
early on and driven without letting up for an 
instant, Jabouille eased slightly towards the end 
and accepted his runners-up slot and the points 
that would take him to joint leadership of the 
series, 

Martini also eased towards the end, knowing 
that he had sufficient distance over Rosberg not 
to be waculy worried. As for Marazzi, he was 
spared a determined attack by an on-form 
Kottulinsky who, having caught and split these 
Italian Chevrons with eight laps to run, suffered a 
sudden ignition box failure. 

Francia gamely struggled on, but it was a lost 
cause if he was hoping for points, for although 
this had been his best race this season, his 
ailments worsened and Hoffmann succeeded in 
passing him with five laps to go. 

Hoffmann, although perhaps expected to have 
featured higher on the leader board, was happy 
‘Sust to finish as this is only the third time in 
the races I have done this year”. 

The Brazilian F1 driver had his —— die on 
him soon after the start (‘possibly due to fuel 
vapourisation”) and then found 3rd gear con- 
stantly jumping out, as well as having a broken 
water temperature gauge and a high oil tempera- 
ture to contend with. So, as you can see, it was 
really a case of hanging on to finish and, happily 
for the team’s morale, it saw him in the points. 

For March Engineering, it was their fourth win 
in seven races this year. Good for them. The 
Renaults aren’t invincible. Well, not yet. As for 
Flammini, his win has opened up the European 
Championship once again. It was a crucial win 
and the Italian, whose performance was, without 
doubt, full of grim determination and —— 
ny hauled himself back into contention with the 

rogs. 
ow we wait for Mugello and we all know who 
won there last year.... 


Grand Prix de Rouer-Les Essarts 
Rouen, June 27 


38 aes 130.888 miles 
European F2 Championship, round 7 


1, Maurizio Flammini (March-GmbH BMW 762), 1h 09m 59.27s, 
112.209mph; 

2, Jean-Pierre Jabouille (Elf-Gordini Renault V6 2J), 1h 10m 12.815; 
3, Giancarlo Martini (March-Novamotor BMW 762), 1h 10m 29.18s; 
4, Keijo Rosberg (T' Monnaie BMW F201), 1h 10m 41.75s; 

5, Roberto Marazzi (Chevron-Trivellato BMW B35), 1h 10m 54.42s; 
6, Ingo Hoffmann (March-Hart 420R 762), 1h 11m 07.80s; 

7, Giorgio Francia (Chevron-Trivellato BMW B35), 1h 11m 36.07s; 
8, Willy Deutsch (March-GmbH BMW 762), 1h 11m 37.685; 9, Jose 
Dolhem (Chevron-Hart 420R B35), 1h 11m 41.72s; 10, Rene Arnoux 
(Martini-Gordini Renault V6 Mk19), 37 laps; 11, Lorenzo Niccolini 
(March-GmbH BMW 762), 35 laps. 


Fastest lap: Arnoux, on lap 33, 1m 47.55s, 115.292mph (record). 


Retirements: Leclere, lap 2, driveshaft; Ribeiro, lap 6, electrics; 
Cheever, lap 7, suspected head pact Pryce, lap 7, crash; Mallock, 
lap 11, engine; Colombo, lap 17, engine; Tambay, lap 19, engine; 
Binder, lap 23, fuel pressure; Kottulinsky, on lap 32, electrics. 
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Winner Alan Jones's Theodore Lola leads Brian Redman’s Haas/Hall car (left) as the pair lap John Briggs in yet another T332. 


Jones opens Stateside account 


Theodore Lola gives Alan Jones first American win — Backmarker robs Jack Oliver of victory 


in Dodge- 


Powered Shadow— Redman delayed by pitstop — Report: GORDON KIRBY — Photos: CHARLES LORING 


Jackie Oliver almost broke Lola’s three-year 
dominance of American Formula 5000 on 
June 20. Driving the considerably-changed 
Shadow DN6B, Oliver won Mosport’s single 
qualifying heat and pulled away into a good 
lead in the early laps of the final. But soon 
he came under increasing pressure from first 
Brian Redman and then Alan Jones. 
Redman’s uncanny good fortune turned 
against him this time, however, when his 
Boraxo Lola had its throttles jam wide open, 
ind this allowed Jones to attack Oliver with 
great verve. Only five laps from home, 
Jones's agression paid off when Oliver made 
i mistake while lapping a backmarker. 
Jones shot through in the Theodore Racing 
Lola to rescue the day for Eric Broadley and 
iake the lead in the SCCA/USAC Formula 
i000 Championship. It was a fine way to win 
tis first American motor race. 

Down through the field, there were a 
tumber of good scraps and a first-rate 
ecord of reliability which came about in 
pite of severely restricted practice and 
lualifying sessions. This in turn was the 
esult of bad weather and, more to the point, 
iad organisation, which failed to deal in any 
ational manner with a situation which often 
ffects road racing. The second day of 
iractice was completely scrubbed after rain 
nd mist settled over Mosport on Saturday 
1orning, although at the very moment that 
he decision was taken to bring an end to the 
ay the weather was lifting and clearing 
apidly. Somehow it all smacked of some- 
hing more than just a wet race track and 
estricted visibility. 


‘NTRY & PRACTICE 


ix weeks is a long time between races, par- 
cularly when the events in question are the frst 
nd second rounds of a series. When the series is 
avering inconclusively between the poles of 
lure or success — as the SCCA/USAC F5000 
hampionship most certainly is — that kind of 
iatus will inevitably breed fiercely opposing 
dinions of either immediate doom or equally 
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rapid ascendancy. In the case of North America’s 
leading road racing category, this situation had 
drawn itself out in amplified style as a field of 26 
cars arrived at Canada’s Mosport Park. 

In the wake of Pocono’s abysmal F5000 season- 
opener (abysmal because it attracted only 3000 
spectators), Mosport launched a brisk promo- 
tional effort for their traditionally well-attended 
mid-June race meeting. With Labatt’s Breweries 
backing the event for the sixth year, Mosport’s 
management decided to cancel the scheduled, 
supporting IMSA GT race and concentrate on 
attracting a first-class F5000 field. Some of their 
early advertisements suggested that ople like 
Mario Andretti, Jody Scheckter, A. Fi Foyt, Al 
Unser and James Hunt would take part, and in 
two of these cases it seems that deals were almost 
completed. But they came to nothing more than 
that, and a week before the race it was announced 
that Eppie Wietzes, Graham McRae and John 
Cannon would be the only notable additions to the 
Pocono field. Otherwise it was left to the members 
of the North American Grand Prix Association to 
provide a suitable ‘show’ for Mosport, Labatt’s, 
and, of course, the spectators. Ultimately then, 
Mosport, round 2 of the championship, differed 
from Pocono only in the numbers of people who 
stood and watched. 

Unfortunately those numbers were reduced by 
bad weather in the the form of rain and mist 
which blanketed Mosport from late on the 
evening of first practice until well into the follow- 
ing afternoon. Visibility was bad enough for 
Saturday’s practice to be stopped before the 
F5000 cars could go out, and by mid-afternoon a 
decision was reached to cancel the day’s schedule. 
That this was premature was soon evident as 
wind picked up, the mist cleared and the track 
rapidly dried. But by then it was too late to return 
the marshals to their posts, the timers to their 
booths and the safety equipment to its positions, 
and at least two perfectly good hours of practice 
time were lost. Consequently a very busy 
schedule was devised of warm-ups, practices and 
races for Formula 5000 and four supporting races, 
stretching from nine until five on the Sunday. 
Along with this, the good idea of running a single, 
20-lap qualifying heat on Saturday afternoon was 
abandoned and moved instead to mid-day 
Sunday. , 

With Saturday lost completely, grid positions 
for the heat were determined by one, 90-minute 
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session run in perfect weather on the Friday after- 
noon. This had been preceded os an untimed 
morning session in which Brian Redman, Alan 
Jones and Danny Ongais had established them- 
selves, just as they had on the first practice day 
at Pocono, as the fast men among the entry. 
During the afternoon, Redman and Jones used 
each other’s company to good effect and, from a 
series of perhaps a dozen equally neat, tidy laps, 
both men were able to duck below the Im 14s 
mark, Redman taking the pole by just about a 
tenth of a second. For this meeting Redman used 
the same Boraxo Lola T332C with which he had 
won Pocono, again testing the standard Lola wing 
against a Parnelli-style “delta” wing, settling on 
the latter for the race. A brand new T430 Lola 
remained in the Hass/Hall trailer during the week- 
end, although it was cena pares to test the 
car on the Baiurday. Franz Weis had tested the 
T430 at Rattlesnake Raceway with encouraging 
results, reporting that it was faster than the 
T332C on the skid pad. 

Similarly, Jones had experienced a good first 
test of Theodore Racing’s new March 76A, lap- 

ing Silverstone as quickly as Ronnie Peterson's 
Fi March and achieving considerably better 
straight line speeds. But here too the team were 
sticking to their tried and trusted T332, now 
fitted with a Bartz engine with which Jones was 
well pleased. Hopefully the March will race at 
Watkins Glen if its overheating problems are 
solved by larger radiators, in which case Bruce 
Allison will race Jones’s T332. For this race, how- 
ever, team manager Sid Taylor was pene 
on one entry, and Allison’s ageing T330 remaine 
as a spare car. It is worth noting that Jones did 
not have the benefit of an airbox for this race, as 
the team hadn’t the time to build a base plate to 
fit the Bartz’s different injection unit. Alan 
reckoned that this was probably costing him 
about 200rpm as well as having to run a steeper 
than desired wing angle. 

Danny Ongais conformed his Pocono form by 
recording third best time in Interscope Racing’s 
Lola T332. This was a brand new chassis in which 
he spent most of his time, lapping a second faster 
with it than in the team’s 332C he had raced at 
Pocono. 
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A few hundredths slower than Ongais was 
Jackie Oliver, who had a beautifully-turned out 
Shadow at his disposal. The car was fitted with 
enough modifications, including more compact 
radiator nacelles, for the team to renumber the 
chassis a DN6B. Chief mechanic Ed Stone again 
emphasized that he was still in the middle of 
“getting everything straight,’ and Oliver seemed 
to conform the correctness of Stone’s prognosis 
by driving not only quickly, but neatly as well. 
Already the Shadow performs in a completely 
different manner than last year. Whether the 
team will do any more races, however, nobody 
knows.... 

Even though he was two whole seconds slower 
than Redman, Warwick Brown expressed satis- 
faction with the new Falconer & Dunn engine in 
the back of his Bay Racing T332C, which he 

ualified fifth fastest. His team manager added 
that the team’s inexperience had thus far slowed 
their progress in fully — the car, although he 
felt ices were squarely on the right track. Just a 
fifth of a abe slower than Brown was Randy 
Lewis, who continued to impress with some clean 
but forceful nn, in his under-budgeted 
Wrangler Jeans Lola T332. Some rear suspension 
modifications had improved the Wrangler Lola’s 
poor traction and the driver was at last showing 
some satisfaction with his improving pace. ‘‘This 
place is outrageous,” he enthused on the Friday 
afternoon, “‘I like it, it’s like a mini-Nurburgring, 


Alan Jones Brian Redman 
Lola T332 Lola T332C 
1m 13.97s 1m 13.87s 
Jackie Oliver Danny Ongais 
Shadow DN6B Lola 1332 
1m 14.80s 1m 14.77s 
Randy Lewis Warwick Brown 
Lola 1332 Lola T332C 
1m 16.16s 1m 15.95s 
Sam Posey Teddy Pilette 
Talon MR1A Lola T430 
1m 16.51s 1m 16.31s 
John Gunn Peter Gethin 
Lola T332 Chevron B37 
1m 18.19s 1m 17.23s 
John Briggs Bob Nagel 
Lola T332 Lola T332 
1m 19.52s 1m 19.34s 
Bill Baker Horst Kroll 
Lola T332C Lola T330 
1m 21.64s 1m 19.85s 
John Benton Bob Lazier 
Lola T330/2 Lola T330 
1m 22.96s 1m 22.78s 
Jeff Davie Tuck Thomas 
March 74A Lola T332 
1m 25.15s 1m 23.02s 
Eppie Wietzes Arlon Koops 
Lola T432 Lola T330 
1m 26.15s 1m 26.61s 
Bert Keuhne Steve Behr 
Lola T300 Lola T330/2 
1m 29.14s 1m 28.55s 
Graham McRae Vern Schuppan 
Lola T332 Eagle AAR75 
No time No time 
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a real driver’s circuit.” 

Complaining of an -engine that was some 
300rpm down, but pleased with the handling of 
his VDS Lola T4380, Teddy Pilette qualified 
seventh best. Just behind the Belgian came Sam 
Posey, who lost a lot of time while a fading oil 

ressure problem was solved in the Celebrity 

acing Talon MR1A. A thorough cleaning of 
pump and lines restored the proper pressure 
readings. Peter Gethin was happy enough with 
the VDS Chevron B37, but when he went out on 
fresh rubber the bolt which retains the fuel 
injection slides to the activating rod sheared and 
ruined his efforts. 

Among the rest, there was not much in the way 
of smiling faces. Eppie Wietzes arrived for a one 
off run in his modified Lola T400, but his 
McLaren engine was found to have a cracked 
cylinder wall as well as a few head studs pulling 
out, and after swallowing a stone in the morning it 
lasted for only three laps of timed practice. Vel’s 
Parnelli Racing had provided Wietzes with one of 
their Falconer & Dunn engines for the race, 
however, and Eppie felt that despite not having 
any of the chassis information from last year (that 
went with his mechanic to VPJ) the ex-Unser 
engine might help him. Otherwise neither he nor 
his team manager Joan Clayton were much 
excited about the race. “I don’t like one-shot 
deals,”’ said she. The driver added, “I can’t go 
racing like this, it’s either all or nothing.” 

Both Vern Schuppan and Graham McRae were 
caught out ba y by Saturday’s weather. 
Schuppan’s Eagle did not arrive until the Friday 
evening because of a problem which cropped up 
when its engine was being run on the dynomo- 
meter, while McRae thrashed madly to arrive 
even later with his Eddie Lewis Lola T332. Both 
men would have to start the Sunday heat from the 
back with the benefit of only ten minutes warm- 
up that same morning. 

Early on the Sunday morning, a brief (ten 
minutes) warm-up session was run in preparation 
for the mid-day 20-lap heat. Particularly as the 
track was very dirty from the rain of the previous 
day, this short session seemed only to complicate 
matters. Redman reported that something felt 
funny, but whether it was a problem with the diff, 
cold tyres or simply the dirty road surface he 
didn’t know. Ongais stopped on the circuit with a 
broken magneto, and Oliver complained of a high- 
speed miss (just as he had experienced in 
practice), so his mechanics changed the experi- 
mental Chrysler silver box for a regular black box. 
Lewis tried to break in a rebuilt engine and bed 
new brake pads and discs, but when the flag came 
out he found he needed more time. 

These and other problems prompted the drivers 
to ask their representative Brian Redman to 
request an additional five-lap warm-up immedi- 
ately before the start of the heat. This request, 
however, was denied by the organizers in favour 
of three pace laps, the second lap to be run at 
speed if desired. That, of course, really did not 
suit everyone’s needs and was _ interpreted, 
naturally enough, as more of the same obstinacy 
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This time the roles are reversed, as Redman heads Jones. Behind are Danny Ongais, Jackie Oliver’s Shadow-Dodge and Warwick Brown. 


which had wasted what little time was available 
on the Saturday. Whatever it may have been, 
there certainly seemed to be some kind of chasm 
between the promoters and competitors at 
Mosport’s Labatt’s 5000 meeting. 
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So it was that the 26 cars set off for their pace 
laps under an unsure cloud on a track which was 
not only dusty but also greasy from a busy 
morning of FFs, Super Vees, Sedans and VW 
Sciroccos. And when Redman picked up his and 
the field’s pace on the second pace lap, in an effort 
at properly scrubbing tyres and bedding brakes, 
the gentlemen on the public address system 
further underlined the lack of communications at 
this event as they burst into excited commentary 
about a wheel-to-wheel battle away from the start. 

In fact, it took one additional lap for the field to 
settle back into two-by-two order behind Redman 
and Jones, so that with four instead of three pace 
laps preceding the start, one lap was dropped (as 
is normal F5000 practice) from the intended race 
distance. Whether all of this confusion and any 
effect on the poleman is hard to say — one would 
certainly think not, for the man is such a relaxed 
professional in the way in which he does every- 
thing — the fact of the matter is that Redman did 
make a bad start, bad enough for Jones and 
Oliver to | 4 immediately clear of the white 
Boraxo Lola. By the end of the first race lap the 
red Lola and black Shadow had pulled out nearly 
2secs to the champion, and over the next four laps 
_— continued to expand that cushion progres- 
sively. 

As the eighth lap came up, Jones and Oliver 
were more than 5secs clear of Redman, who in 
turn was pursued by Ongais. But already some of 
the slower cars were causing problems, and one of 
them in particular (the old T330 Lola driven by 
Arlon Koops) had been trailing a smokescreen for 
we or three laps. Suddenly Scase fell victim to 
that. 

Pouring himself deep into the tight, double 
right-hander known as Moss Corner, the 
Australian found a slick pool of oil between his 
tyres and the pavement, and in less than a 
moment he was spinning hopelessly. Oliver, who 
said he had seen the trail of oil a few corners 
before, was more cautious and got through safely, 
although he confirmed Jones’s opinions that there 
was not a single oil flag displayed anywhere 
before the turn. 

Anyway, Ollies’s caution now pushed him into a 
comfortable lead from Jones, Redman and 
Ongais, the Australian having recovered smartly 
from his spin. For a few a the Shadow edged 
even further away and, as the mid-point of the 20 
laps came up, there it was, 7secs to the good. 

eanwhile the three battling Lolas behind were 
barking and dodging their way around the hilly 
circuit in extremely close company, and soon they 
were beginning to chip into the leader’s cushion. 
But not before Ongais tried to force his way inside 
Redman at Moss, only to have the Boraxo aa = 
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continued 


tun over the Interscope Lola’s left-hand dive 
plane. In the ensuing moment Ongais bounded 
across the kerbing and slithered wide across the 
dirt on the outside. That was his undoing: a rear 
tyre was punctured during Ongais’s elbow-bend- 
ing recovery, and a few laps later the black car 
suddenly snapped away from him and slid back- 
wards into a guardrail. It wasn’t a heavy clout, 
but it was enough to buckle the wing and break a 
wheel, and the hard-driving Hawaiian could do 
nothing but limp around to retire at his pit. 

So it was now just two Lolas chasing the 
Shadow, but time and distance were running out 
fast for them. With six laps to go, Oliver was 
4.2secs clear, the next lap that was down to 
2.9secs, but with four laps —— it bulged 
again to 3.lsecs. It looked impossible for the 
Shadow to be beaten, but Redman was winding 
himself up for a final fling. The champion was 
faster out of Moss and npececnay faster up the 
climbing back straight than Jones, and already 
Brian had been able to pull alongside more than 
once. The next time around, with just over three 
laps to go, he was able to make his move earlier, 
and as the pair of Lolas darted into sight over the 
brow of the long hill the Boraxo machine had 
seized second place. Two laps to go and Redman 
had pulled clear of Jones to within 2.5secs of the 
leader. One to go, and the margin was down to 
less than a second. But he had to rely on a mistake 
by Oliver. There was no other way that Redman 
could possibly reduce what gap remained and find 
a way past the Shadow in a single lap. In fact, he 
did catch the Shadow, just as they both braked 
for the last time into Moss’s double turn. But if 
any car was a match for Redman’s up the 
Mosport straight, it was Oliver’s Shadow, and the 
black car held itself safely ahead all the way up 
the hill and through the sweeping, tightening 
esses. Out of the last turn the two machines 
scrabbled and snarled, black dart leading the 
white dart nose-to-tail beneath the chequered 
flag. Eight seconds later, Jones barrelled past, so 
there it was. A fine challenge to Redman from not 
one, not two, but three other drivers. 

Some distance behind the first four men, 
another good chase had shaped up over what 
eventually (because of Ongais’s shunt) became 
fourth place. Initially this knot had been led by 
Brown from Pilette, Lewis, Posey and Gethin. 
But then Brown spun on the same oil which had 
pe gga Jones from the lead, Lewis slipped back a 
little with glazed front brakes and an engine 
which was 400rpm down (the driver thought he 
had probably abused the unit in his efforts to run 
the undynoed piece in over the course of the brief 
morning warm-up and four pace laps), and Pilette 
lost a plug lead. So it was Posey who came 
through in good form to take fourth by a car’s 
length from Pilette, despite being held up by an 
ambulance and a slower car. Brown recovered for 
sixth clear of Gethin, who lost contact with the 
others because he too was held up by that 
ambulance. Lewis spun on that famous patch of 
oil, tore a tyre and lost two — getting that 
changed, so he finished 14th. Sc uppan, havin 
his first real run of the weekend, finished eight 
despite wrong gear ratios, spring rates, roll stiff- 


ness and so on, while Wietzes trailed the Eagle by 
a few seconds, suffering from black box problems 
as well as other sdeoeted gremlins. 

That ambulance, incidentally, was sent out on 
the eighth lap after Bill Baker’s Lola had barrel- 
rolled down a hill into a catchfence. Although the 
car was badly damaged, its monocoque remained 
intact and Baker was walking about not long 
afterwards. Give the man his due: he even 
ee for a while about rebuilding the car for 
the final. 


FINAL 


It was nearly 5.30 when the 23 starters came out 
for the 40-lap final. As they cruised around on the 
first of the pace laps, Ongais’s black Interscope 
car skulked alone at the back in complete contrast 
to his position at Pocono. At the front the other 
black car, Oliver’s Shadow, commanded its first 
pene position beside Redman and ahead of Jones. 

t was in that order that they swept away from 
the start, as Ongais began his charge from the 
back. But already Oliver was pulling away on his 
own and within three laps he was more than 
2.5secs clear of Redman and Jones. The Shadow, 
looking like a thoroughly different machine than 
those manhandled about last year by Oliver, 
Jarier, Pryce and Scheckter, was suddenly show- 


' ing itself for the first time to be a potential Lola- 


beater. After the heat, Ed Stone and Lee Muir 
had finally solved the high-speed miss problem 
which had plagued the Dodge engine all weekend 
(in fact, it was a metering unit problem and not 
caused by the Chrysler silver box), and with this 
final embellishment it was beginning to look as if 
Oliver might be able to control this race. 

But on the other hand, Redman is probably one 
of the finest chisellers in the world, and within a 
few a the Boraxo Lola was pinching away at 
the Shadow’s advantage, stabilizing the space 
between the two at no more than a second and a 
half. Redman’s car had also been changed since 
the heat: in this case it was towards reducing a 
distracting roll-oversteer feel in the car and, with 
some improvement to that condition, the 
champion was soon nosing confidently into 
Oliver's slipstream. At about the same time, 15 
laps, Jones too began to feel more confident in his 
car and in very few laps he had closed the 4 to 
5secs gap between he and the first two cars so 
that very soon a booming three-car knot was 
kunkering its way through Mosport’s diving hills. 
Initially Jones had taken it easy with the 
Theodore Lola, which the team was not only run- 
ning for the first time on full tanks, but had also 
lowered its chassis in a search for a little more 
straight line speed. Anyway, the Fl Surtees 
driver had soon sussed out this new situation and, 
as he closed onto Redman’s tail at the halfway 
mark and pushed Redman even deeper into 
Oliver’s mirrors, the sheer explosiveness of the 
chase began toswelland gloat. 

On the 23rd lap this ferocious fight came upon a 
slower car as they tore past the pits and dropped 
down the hill t ig 8 the first turn. At the 
bottom of the hill, the exit of the corner, they 
stacked up thickly behind the slower car, then 
began to roll out of line on the climb toward the 
second turn. Redman seemed to pick up a small 
amount of space on Oliver as they did so, and as 
they all three snapped over the hill for the dive 
through the long left-hander, Redman pushed 
through to the inside. Two wheels on the dirt, 
chassis hammering against the kerbing, the 


Duel of the race was between Oliver's Shadow and Jones’s Lola. Only Horst Kroll’s selfishness kept the 
Englishman out of the winner’s circle. 


champion snatched at the lead. But it was a des- 
perate move, a furtive manoeuvre. ‘““He came 
charging through,” Oliver told the story later, 
“and I thought, that’s not Brian.” And he was, 
right. It wasn’t Brian Redman at all. This time, 
for a few frantic moments, Redman was merely a 
passenger struggling to sort out his moment, 
drop the clutch and recover from a throttle which 
had jammed itself wide open. In fact, the 
activating rod had got fouled up with a plug lead, 
so that not only did the throttle stick open but the 
electrics were shorting themselves out against the 
rod and causing the engine to misfire. For two 
laps Redman struggled with the problem, then he 
stopped at the pits. It was quickly fixed, but by 
then he was a lp and a half behind Oliver and 
Jones. 

Those two, of coure, remained hard at it. A one- 
on-one dice now, Jones looking, working for a 
mistake, Oliver anne to maintain his pace, his 
calm. He managed it for lap upon lap. Then, just 
five ee from home, as the Shadow slipped 
through the esses at the end of the straight, it 
came pe Horst Kroll’s old Lola T300 which was 
being driven hard and well at this, the driver's 
home track. But at the same time Kroll was 
lapping 4secs or so a lap slower than Oliver and 
Jones, and as they caught the older car (just at 
the end of the braking area) Oliver knew that 
Jones was faster than he, both into and through 
the first turn. The Shadow driver was particularly 
anxious to get past Kroll through the corner so as 
not to lose any prescious exit speed. Sure enough, 
Oliver dived for the inside, but Kroll held his line 
and the Shadow bumped raggedly over the kerb, 
all four wheels off the pavement and along the 
cement. In the hectic thrash of the moment Ollie 
was unable to get the gear he needed and, as his 
car bumped back onto the road and the gear 
finally went home, there beside the Shadow was 
Jones’s red Lola, pointed straight and square and 
with the tyres biting hard against the pavement.. 
There, right in front of the pits, Oliver lost his 
lead and Jones shot ahead. Immediately, the Lola 
pulled out a clear second and held it to the end. 
Alan Jones had won his first American victory. 

Into third wie more than half a minute 
behind, came Teddy Pilette, who had pushed his 
T430 into fourth at the start and held the place 
solidly behind Redman and Jones. In the second 
half of the race his engine began to go off, but he 
was able to remain comtaxtabiy clear of Ongais, 
whose long charge brought him up to a fine fourth 
only 11secs behind Pilette. For much of the race, 
Ongais chased after Warwick Brown, whom he 
caught around the 12th lap, but after a first lunge 
at passing the Bay Racing Lola, the Hawaiian 
had to slack off to nurse a worsening oversteer. 
About ten laps from the end, Brown’s exhaust 
system from the left bank began to fall apart and 
after Ongais went through into fourth place four 
laps from home, Warwick just nursed Ris mount 
home safely. 

Schuppan and Lewis both made the best of bad 
situations in coming home sixth and seventh 
ahead of Redman. Schuppan drove the unsorted: 
Eagle as smoothly as he could, while Lewis, still 
troubled by glazed front brakes and an engine 
which wouldn't rev, had slowly to let the Eagle go 
after making a good start from deep in midfield. 

Wietzes followed these two for a while before 
more black box troubles brought him in and out of 
the pits. Gethin had to pit immediately to sort out 
a bad misfire and eventually ——— when the 
lower links in the rear suspension began to pull 
apart. Posey ran a good sixth in the early laps but 
then slipped back with a sickening engine, which 
finally ended his race. McRae never started the 
final after splitting his sump in the heat. 

Two weeks from now, Watkins Glen should see 
Alan Jones in a March. It might even see Brian 
Redman in a Lola T430, and please, Mr Nichols, 
let us see your Shadow and its Dodge engine. 
From that point of view, Formula 5000 has never 
been healthier. 


Labatt's Blue 5000 
Mosport Park — June 20 
40 laps — 98 miles 
SCCA/USAC F5000 Championship — round 2 


x oo om (Lola-Bartz/Chevrolet 1332), 52m 25.833s, 

2, Jackie Oliver (Shadow-Dodge DN6B), 52m 26.673s; 

3, Teddy Pilette (Lola-Morand/Chevrolet T430), 52m 59.254s; 

~ oy Ongais (Lola-Falconer & Dunn/Chevrolet T332C), 53m 

5, Warwick Brown (Lola Bartz/Chevrolet T332C), 53m 15.614s; 

6, Vern Schuppan ( 
7, Randy Lewis (Lola-Bartz/Chevrolet 75), 39 laps; 8, Brian 


(Lola Bartz/Chevrolet em 38 laps; 10, John Briggs Se 
332), 38 laps; 11, Tuck Thomas (Lola-Bartz/Chevrolet T332), 37 
laps; 12, John Benton ite ore nevont T330), 36 laps; 13, 
Horst Kroll (Lola-Kroll/Chevroket T332), 35 laps; 14, Eppie Wietzes 
(LolaFalconer & Dunn/Chevrolet T432), 35 laps; 15, Bob Nagel 
poe Ser teknowart T7332), 32 laps; 16, Richard Shirey (Lola- 

rtz/Chevrolet T332), 31 laps. 

Fastest lap: Jones, 1m 14.9s, 118.91mph. 

Qualifying heat (20 laps): 1, Oliver, 27m 00.074s, 109.239mph; 2, 
Redman; 3, Jones; 4, Sam Posey (Talon-Bartz/Chevrolet MR1A); 5, 
Pilette; 6, Brown. Fastest lap: Oliver, 1m 15.398s, 117.406mph. 
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NIGEL ROEBUCK recounts the story of Pierre Levegh, a man with an obsession 


This is the story, not of a race driver, but of a man with an obession. Pierre 
Levegh had no wish to win the World Championship, nor even to be a Grand 
Prix driver. For twenty-four hours each year, he came alive. Le Mans ... 
those extraordinarily mellifluous words ... still evocative today. Levegh’s 
soul lay with the Sarthe. 

In the last few years of the nineteenth century, there raced in France a man 
called Velghe, and very successful he was. Twist “Velghe” into an anagram 
and you have “Levegh”. Hence, Pierre Bouillon, Velghe’s nephew, became 
Pierre Levegh. 

The young Levegh found the going hard when he made his decision to g° 
motor racing. His motives for so doing were not the normal ones, not the 
childhood dreams. Thanks to his uncle, his was a motor racing family, just as 
there are army families. His role in life was predestined, like it or not. Do the 
right thing, go and drive race cars, off to the wars. Levegh got into his own 
personal crusade, without understanding the reasons for the conflict. 

Levegh soon realised that motor racing does not come to find you. A mere 
wish to race was not enough; one had to prove oneself. But this was soon after 
1918, and a war-torn France was trying to rebuild after the ravages of four 
appalling years. There were matters more important than motor racing. 
a went to work in a garage. 

Still uncertain and insecure, Pierre went to Le Mans in 1923, for the very 
first running of the VingtQuatre Heures. The weekend changed his life. Here 
was an event which made a call on all of man’s basic virtues, his skills, his 
tenacity, his courage... and it was in France. Why, a man who won here was 
worth calling a hero, and for Pierre Levegh and the family, that was every- 
tring. His spirits rejuvenated, he went back to Paris, at last with a raison 

‘etre. 

How, he wondered, how would he get to drive at Le Mans? The first signs of 
the developing obsession showed teemeohves in a new attitude to his work. 
He became a supremely good mechanic, working hard, remembering every- 
thing along the way. It would be invaluable later. Each June, he made the 
—- to Mecca, becoming ever more indignant at the succession of 

ritish and Italian victories. Personally, however, Levegh seemed no closer 
to stemming that tide. He was still working in a garage, just getting older. 

Eventually, Levegh acquired his own garage, and he made a success of it. 
By the mid-thirties, he had gathered together 7 money to £ racing, 
albeit ona lower level than he would have wished. In local races and rallies he 
did well, but Le Mans wasas distant as ever. Asa last resort, Pierre took ona 
Talbot dealership, somehow talking himself into a drive with the factory team 
at Le Mans. Now nearly forty, he thought he was on the threshold. He would 
bring glory back to France, he would bea hero, justify himself to his family. 

In actual fact, the optimism was somewhat premature, for Levegh was the 
second-string driver for the team’s fifth-string car, and Jean Trevoux broke it 
in the early hours of the race. Pierre never even got in the car. The following 
year, he returned once more, a disconsolate spectator. Talbot had seen no 
good reason to call him. All of Levegh’s dreams seemed doomed to stay that 
way. And later the same year, Hitler decided to make Germany a bit bigger. 
Soon France was occupied, which spelled the end for a lot of things. For 
Pierre Levegh, it was further postponement for his obsession, a matter of 

ears — and God alone knew how many — before there would be another Le 

ans. For now, the circuit was a German fighter base. At the end of the war, 

it was in ruins, unrecognisable, blasted by Allied bombers. In 1945, before 

they finally left the place, the Germans completely destroyed it. Levegh 
never forgot that. 

Motor racing did not return to the Sarthe until 1949, the year of the first 
Ferrari victory. Luigi Chinetti and Lord Selsdon were the ivers, but that 
bald statement sells Chinetti short, for he was at the wheel for all but half an 
hour. It was a show of amazing fortitude and stamina, and made a great 
impression on Levegh — who watched from the stands once again. In 1950, 
the story was the same. By now, Pierre was something of a Le Mans veteran. 
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He had competed only once, but had spectated eighteen times. Watching was 
never a thing of pleasure, rather an annual seminar, ar | in, learning, 
remembering ... all in preparation for Le Jour de la Gloire. It must surely 
come. Dear God, let it, please. . . 

For the 1951 race, Tony Lago relented and gave Levegh another ride in one 
of his Talbots, co-driving with Rene Marchand. It was altogether better than 
the last time. Although unable to match the Ferraris and Jaguars, the Talbot 
finished fourth. Levegh had tasted blood, but his pleasure was tempered with 
frustration. His Talbot, the team’s fourth-string car, simply had not been on 
a par with the others. In all kinds of ways, it could have been improved, but 
Levegh’s suggestions were unheeded, his offer to work on the car himself 
eee To a mechanic of his ability, this was intolerable. Something had to 

e done. 


Nothing spared 


By now, Pierre was a relatively wealthy man. His garage was tremendously 
successful. He had a wife — devoted to him and his aspirations — but no 
children. His money, he decided, should be spent on something for the 
common ae A French victory at Le Mans... .. No matter what the cost, he 
made up his mind that he had to have his own car, and he elected to buy a 
Talbot. The car arrived towards the end of 1951, allowing Pierre ample time 
to put his own ideas into effect. Gathered about him was a band of pecboersy 

ersuaded by Levegh to follow the cause, and five thousand man hours went 
into the preparation of the Talbot. In many ways, Pierre was far ahead of his 


Avoiding action at the Esses. Levegh takes the Talbot around an errant riva 
during the 1953 Le Mans 24 Hours. 
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Tragic inheritance 


continued 


time, his ideas well in advance of his rivals’. Hours of sweat and toil were 
spent on the engine. A completely new aluminium bodyshell was fitted. They 
even went to the length of fitting a second, duplicate wiring system to the 
car. Nothing was overlooked. Levegh’s prodigious investment could yield no 
nant reward. Prize money, if it came at all, would cover the hotel bills, 
maybe. 

When Pierre Levegh and his Talbot arrived in Le Mans, the event did not 
make the papers. The race always abounded with wealthy French amateurs, 
doing their annual thing, having a spell at the wheel, drinking champagne, 
aaving fun. What was different about the man in Talbot number eight? Fifty 
rears old, he couldn’t be serious. For Ferrari there was Alberto Ascari, for 
Jaguar Stirling Moss, for Gordini Jean Behra, for Mercedes Benz Hermann 
Lang .... these were the names on the lips of everyone. In their company, 
uevegh was merely a never-has-been. By the dawn of Sunday, many had 
thanged their minds. 

Levegh this day, was a different creature, with a clear plan in view and the 
‘onfidence to carry it through. When the race started, he made no attempt to 
itay with the leaders. All that time, money and effort would not be lost in a 
utile gesture of bravado. While Ferrari diced with Jaguar, Pierre bided his 
ime, stuck to his rev limit, took no chances, paced himself carefully. In the 
vits, his crew smiled to themselves; they knew about the plan, or thought 
hey did .... one small detail, however, would become apparent only much, 
nuch later. 

Out on the circuit, Levegh took note of a comforting number of retirements 
mong the leaders; Moss’s Jaguar, Ascari’s Ferrari, Rolt, Simon, 
‘rintignant, all were out. After six hours, Jean Behra and Robert Manzon 
iad their Gordini in first place, and second, not too far behind, was Talbot, 
umber eight. People began to talk. 

In pit lane, his crew began to talk, as well. It was about time that Pierre 
anded over to Rene Marchand. He had been at the wheel for nigh-on seven 
ours, had done a really fine job, but he was by no means a young man. 
thortly before midnight, the Talbot came in for a routine stop, but Levegh 
iade no move to get out of the car. On went new wheels, in went the gas, out 
ame the clutch, off into the night .... only then did his wife and friends 
egin to grasp the situation. Pierre had in mind to win this thing on his own! 

At that time, there was no regulation at Le Mans concerning the number of 
ours which one man may drive. Indeed, there was no need for such a thing, 
w most drivers willingly surrendered the wheel after a three-hour spell. But 
evegh, he was different. A co-driver had no part in his plans. 


‘he lead at last 


In the middle of the night, Bahra was halted by ignition trouble, and the 
ordini was pushed away. Levegh and his Talbot were in the lead. Since that 
rst race, twenty-nine long years before, Pierre had been waiting for this 
toment. It meant a lot. 

Once in first place, Levegh eased his pace a little, but did not relax. He was 
mmfortably in front, had broken the back of the opposition, but the two 
lercedes were still there, and running well. After eleven hours of hard 
tiving, it would be ludicrous to throw it all away. Now, his crew reasoned, he 
ill be happy to hand over to Rene... . But lap followed lap, and he showed 
> sign of coming in. 

At dawn, people began to stir. All around the circuit, campers emerged 


from tents and half-sleep, sipped their coffee and cognac, lit their Gauloises, 
shuffled off to early-morning Mass, took in the changes brought by the night. 
On the leader-board, it was all about number eight. Pople checked their pro- 
ammes .... number eight . .. . Levegh/Marchand . . . . no way, surely. But 
acts were facts, and all the talk was of this new national hero. A Frenchman 
in a French car was leading a German in a German car. In 1952, only seven 
short years after the end of the Occupation, that meant something. After the 
retirement of Behra, many had lost interest in the race and drifted away. 
Now, as the word spread, back they came in their thousands. Who was this 
Levegh? He was pretty old, wasn’t he? How come he’d suddenly become com- 
petitive? You mean, he’s done all the driving himself... . 

At breakfast time, Levegh came in for fuel. Marchand’s pleas to drive relief 
were ignored, Pierre remaining where he was, sucking at a slice of orange, 
finding strength from the crowd’s adulation. Out again, the engine sounding 
sweet as ever, and still the two Mercedes were thirty miles behind. By now, 
Levegh was in a mental groove, driving automatically, unable to cope with 
any emergency, any deviation from the norm. 

Ten o'clock. Once more the Talbot was in pit lane, and still its driver was 
immoveable. After all this way, it was all going to be his. Those Germans 
were not going to be taken prisoner, they were going to be annihilated, a4 
him, and him Bs Marchand now tried to pull him from the car, but Leve 
sent him sprawling against the pit counter. No, he wanted no dexedrine, he 
told his anguished wife. 

Every time the Talbot stopped, Mercedes team manager Alfred Neubauer 
coolly analysed Levegh’s actions, wondering to himself how long this 
madness could continue. He did not speed up his cars, experience telling him 
that Levegh would not be around at four o'clock. He was full of admiration 
for courage of that order, but considered Levegh a fool. Which, of course, he 
was. 

Just after midday, the leader stopped once again for fuel and tyres. By now, 
his condition was quite desperate. He was in pain, — frequently, 
unable even to close his Bata incapable of speech. Now he no longer recog- 
nised his wife, stared straight ahead, unseeing, uncaring, oblivious to every- 
thing save that glorious noise from the grandstands .... Levegh, Levegh, 
Levegh .... four more hours, just four, to the Marseillaise and immortality. 
Neubauer looked on, even more certain of Deutschland, Deutschland, Uber 
Alles .... But, if Levegh were going to break, and of course he was, it had 
better be soon. Time was running out. 

Miraculously, the blue Talbot was still there, lap after endless lap, with the 
Mercedes making no impression. One o'clock passed, two o'clock... . Out on 
the circuit, Levegh was dying by the minute, his neck muscles unable to keep 
his head from sagging. In the heat, he gasped for breath, retching almost con- 
stantly. Back in the pits, his wife was distracted, weeping hysterically, 
begging the crew to put out signals, telling him to cool it, that his lead was 
enormous. This they did, but it made no difference. Pierre Levegh was long 
past seeing we signals, far less reading them... . 

Three o'clock. Just one more hour. Twelve laps, maybe. Fifty minutes. 
Forty....thirty-five.... 


Lang on his own 


In the Mercedes pit, Alfred Neubauer permitted himself a slight smile. 
Lang had gone through with the 300SL, and the Talbot was overdue. Con- 
sternation spread through the spectator areas. In the pits, the Levegh crew 
looked around in disbelief. After all this way, it couldn’t go wrong now. Past 
the startline went Hermann Lang once more. It had to be faced: Levegh was 
out. Presently news came in that the Talbot had stopped at Maison Blanche, 
and presently its driver was brought back to the pits, in a state of total 
collapse. Inconsolable for a very long time, Pierre Levegh clung to his wife. 
Hers was the only sympathetic face he found. 

Fatigue had finally had the last word. Less than thirty short minutes 


> 
he tragedy of 1955. Levegh’s Mercedes lies burning on the bank behind Macklin’s wrecked Healey (left). Early in the race, Levegh confidently heads the 


)OSLE through the Esses (right). 
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Above: Levegh with the Grand Prix Talbot during practice for 
the 1949 Belgian Grand Prix at Spe Erm parchampe: Above 
right the Talbot during the race. Right: Levegh during his 
famous but foolhardy drive in the Talbot sports car at Le Mans, 
1952. Below: standing beside his works Talbot in 1953 at Le 
Mans, the scene of his death two years later. 
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During the 1947 Italian Grand Prix, Levegh is pursued by Louis Chiron round 
the Milan Fair circuit, both in 4CL Maseratis. 
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from the realisation of his life’s ambition, pevegh had slotted the gear lever 
into second rather than top. It was as simple as that 

Out in the stands, the crowd was now in the mood for Roman Games. For 
many hours, Pierre Levegh had sustained their hopes, and they had been 
preparing to cheer him to the echo. Now they felt cheated and betrayed. At 
3.30, the man had been a hero, eingle-handeal trying to defeat the German 
onslaught. By 3.45, he was an idiot who should have handed over to his co- 
driver. His reception was one of jeers. Mercedes finished first and second. In 
deference to the mood of the crowd, the German National Anthem was not 


played.... 

The following year, Levegh was back, once more with a factory Talbot. It 
was not competitive, and he finished a distant fifteenth, noticed by no one. In 
1954, once more in a Talbot, he got no higher than eight before writing the car 
off against a bank. 

For 1955, Mercedes-Benz returned to sports car racing in a big way, and the 
300LRs dominated everywhere. For Le Mans, three were entered, and Alfred 
Neubauer needed a co-driver for John Fitch in the third car. He thought of 
Levegh. Three years before, his tenancity and sheer guts had impressed 
Neubauer, who reasoned that Levegh, properly controlled, could make a 
aseful contribution to the German effort. At one time, the notion of driving a 
German car would have been el anathema to Pierre, but now i 
accepted readily. After all, no French car had been offered. 

So it was that Pierre Levegh came to Le Mans in 1955, ity four years old, 
prparently with his chances of success greater than ever before. In practice, 
ihe Mercedes impressed him; it was a very great deal quicker than any of his 
Talbots. His car, number 20, was to be the coast-and-collect Mercedes, 
1anging back from the leaders, hopefully right up there on Sunday afternoon. 
Maybe this time, all the family’s aspirations for him would be fulfilled? 

When the race was two hours old, Levegh was driving confidently, some 
vay behind the front runners, but driving exactly to team orders. In front of 
the main grandstand, Mike Hawthorn’s D-type Jaguar and Lance Macklin’s 
Austin-Healey touched, the Healey swerving to the left as it began a long, 
ong spin. Mercedes number 20, coming up at well over 150mph, suddenly had 
1owhere to go, and Levegh hit Macklin with colossal force, the Healey 
aunching the Mercedes into the air, whereupon it hit the bank and disin- 
egrated, the debris wrecking the most appa ing havoc and carnage in the 
pectator areas. Righty-three people, Levegh included, lost their lives. 

Pierre Levegh died at Le Mans, the only place where he had ever really 
ived. He was not a great racing driver, far from it, just a courageous man 
vho wanted to be remembered at the Sarthe. Unhappily, an awful quirk of 
“ate ensured it. ia] 


MIDDLE TAR GROUP As defined in H. 


Top and above: the lines of the 
new Rover owe much to the aero- 
dynamist’s extensive use of wind 
tunnel research techniques. Left: 
the fifth door with the luggage 
cover in place (above) and removed 
to provide plenty of luggage space. 
Right: close-up of the fascia 
controls (above), part of a very 
attractive interior (below). 


by John Bolster 
ROVER 3500 


Leyland’ 
European 
executive 


The new Rover 3500 is the first car — if we 
exclude the Range Rover — that has been 
designed ad initio for the ex-General Motors V8 
engine. The unit started off in the chassis of the 
six cylinder 3-litre, a beautifully made car of tradi- 
tional type. When that chassis was phased out — 
more’s the pity — the V8 engine was dropped into 
the 2000, an interesting design but an aero- 
dynamic disaster. 

The 2000 was advanced in having a separate 
body frame and panels and a de Dion rear axle, 
though its front suspension was a bit peculiar, to 
make room for a turbine that never Wn ena 
Unfortunately, the sales department kicked the 
mapoeere in the teeth by re-designing the front 
end with a “bold”’ grille, so the production cars, 
lost 7 to 10mph and used more petrol than they 
need have done, but that’s life. 

Nevertheless, the old 3500 was déveloped into 
quite a fair motor car, but its complexities added 
to its price and, incidentally, could cost the owner 
a pretty penny when a general overhaul became 
necessary. So, the designers were told to develop 
a new car which would be much simpler, both to 
make and to service, without losing the riding and 
roadholding qualitiesof its predecessor. Inevitably, 
some of the individuality of the Rover has been 
lost, such features as the separate frame and 
paaee. not to mention the de Dion rear end, 

aving been thrown overboard. However, the go- 

ahead has been given to design a proper aero- 
dynamic body which, in conjunction with an 
improved engine, makes the new 3500 a much 
faster car. 

The pressed steel body has many safety 
features. It is also designed particularly to 
combat rust and corrosion, which should maintain 
the resale value and protect the owner’s invest- 
ment. Designed in conjunction with the Motor 
Insurance Research Repair Association, the 
monocoque is protected by electrophoretic primer 
and a constant air flow is maintained, whenever 
the car moves, through the sill box members, 
preventing the build-up of corrosive damp inside. 

Starting at the front, there is no upstanding 
grille, the nose being carried smoothly down to 
the bumper. The air intake is in the right place, 
underneath the front bumper, and is constructed 
of injection-moulded plastics for resistance to 
corrosion. Its ingenious shape is a product of wind 
tunnel research and its official description is, “an 
anti-lift air dam, with a reverse aerofoil to con- 
tribute to low drag and stability and also to direct 
cooling air oc the radiator.” These words 
may be incomprehensible to the general public, 
but they are dead simple to regular readers of 
AUTOSPORT! 

The body shape ensures that the centre of 
ravity is ahead of the centre of pressure, again 
‘or reasons well known to our readers. The unseen 

bottom of the car is predominantly flat, a highly 
desirable feature in which nearly all British cars 
are woefully deficient. At the rear, a praiseworthy 
attempt has been made to raise the underside of 
the tail, to place the high-pressure area under- 
neath in communication with the low-pressure 
area of the turbulent wake. However, this is only 
partially successful because the gradient of this 
panel is restricted by the back axle and the spare 
wheel beneath the boot. Nevertheless, it is a good 
try. 
Nicely sloped, the top of the tail just asks to be 
made into a fifth door, and this has been done, 
with single-point electric locking of all five. I don’t 
hold with writing too much about accidents, but 
when the driver gets in all the other locks are 
freed, so that rescuers are not prevented from 
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ulling people out after a shunt. Enough of that! 
e engine sump is well placed for effective 
coomiia, but the interior airflow through the 
under-bonnet jungle is not up to the stan ard of 
the rest of the design. 

The front end is by courtesy of Mr MacPherson, 
and you can’t get more basic than that, while the 
rack and pinion steering is, I think, the first use of 
such a layout on a Rover since the ingenious 1905 
tubular-backbone single-cylinder; but that was 
not power-assisted, At the rear, there’s a hypoid 
axle with a short torque tube, to which I shall 
refer presently. The ball-joint articulates on across- 
member, which is rubber-mounted and there- 
fore ere NemeeEIn, as well as insulating road 
noise, with trailing arms either side in addition. 
There is lateral location behind the differential, 
by a Watt’s linkage, and coil springs provide the 
suspension medium. The telescopic dampers are 
of self-levelling type, as on the Range Rover. The 
servo-assisted sc/drum brakes have dual 
circuits and a rear limiting valve, while the steel 
wheels with 185 HR 14 tyres may be replaced by 
195/70s on light-alloy wheels. You can have 
Denovo tyres if you like them better than I do. 

The engine has been enormously improved by 
the removal of its weakest feature, the single- 

oint distributor. Electronic ignition is now used, 
in conjunction with better driving gear arrange- 
ments. Improved breathing results from bigger 
valves and less restricted manifolding, putting 
the engine speed up to 6000rpm. The water pum; 
has been re-profiled, to reduce power loss at high 
revs, and the oil pump has been uprated, to cope 
with the extra loading. All this raises the DIN 
power output to a very useful yon 

Here’s some splendid news, which I have kept 
until last! Leyland have produced a brand new 
five-speed gearbox, of sturdy construction and 
complete with its own oil pump, while the 
gearlever is carried well back on a remote-control 
extension. The usual Borg Warner automatic 
transmission is also available. 

ag be have really gone to town over this new 
car. In designing and developing it, and reg ews 
an enormous factory to produce it, they have 

mt a cool £95 milion. arring the Lotus, it’s 
about the first British car to be designed in the 
wind-tunnel instead of the showroom. us hope 
that the usual industrial nonsense does not 
bedevil its future success. 


The new Rover’s suspension. Below: short 
torque tube, live rear axle and radius arms plus 
Watt’s linkage location. Bottom: MacPherson 
strut front suspension. 


Road impressions 


I was able to test-drive the new Rover over a good 
variety of roads, both in manual and automatic 
form. It’s a big car, with a spaciens interior and 
lots of room for luggage. The excellent driving 
position is aided by a steering wheel which is 
adjustable both axially and vertically. The 
driver’s view is unobstructed, except to the rear, 
where it is not easy to judge distances when 
backing up to another vehicle. It’s quite a-wide 
car, which one notices in country lanes, but the 
long wheelbase is not conspicuous, partly because 
the power-assisted steering is fairly quick in 
action. 

The considerable frontal area is largely offset 
by the slippery shape and this, in conjunction 
with the up-rated engine, makes the Rover a ve 
fast car. I have no doubt that the claimed 125mp. 
will be exceeded without difficulty, as I reached 
120mph in a short distance with the automatic 
car. 

By chance, it was my turn to drive the manual 
machine over hills and dales that did not offer an 
opportunity to attain peak revs in fifth gear, but I 
think the future owners will be surprised at the 
speed potential on continental motorways. 

The engine is now a delight, with an appetite for 
revs which is reminiscent of a competition unit. 
As regards the interior sound level, this car is 
considerably quieter than the best four-cylinder 
Leyland models, while not invading 12-cylinder 
Jaguar territory. On the question of riding 
comfort, I am keeping an open mind. On fairly 
aoe English roads, it is comparable with the 

eugeot 604, but I would need to drive it in the 
Pas de Calais or Barcelona areas before deciding 
whether or not the traditional weaknesses of the 
live axle have been overcome. 

There is a good deal of compliance in the 
suspension, which at first makes the handling feel 
a trifle vague. In fact, the big machine gets 
through corners surprisingly fast, and can be set 
up to take 100mph curves at a moderate angle of 
drift with some ease. Let us curb our youthful 
exuberance, however, for the typical Rover 
customer will be more impressed with the aero- 
dynamic stability at brisk cruising speeds, 
———, when the roads are wet. 

must touch ona small point, which is perhaps 
of minor importance. The short torque tube, in 
resisting the tendency of the pinion to climb up 
the crown-wheel, gives an anti-squat effect on a 
fast getaway. In reverse gear, this happens the 
wrong way round, and when moving off on a loose 
surface or uphill in the wet, violent axle tramps 
may be experienced. It seems likely that less 
compliance of the cross-member that takes the 
torque reaction, in the form of harder rubber, 
would reduce this effect to acceptable 
proportions. It’s a common failing with short 
torque tubes, as owners of some General Motors 
cars are well aware, and in any case it would be far 
less noticeable with the automatic transmission 
which the majority of poemeree will specify. 

In doing so, they will deprive themselves of the 
effortless cruising that the high fifth 
gear can offer. The gearchange is easy and 
= if it is not as light to handle as the best 

apanese examples, let us not forget that it is 
transmitting a lot more torque. 

The new Rover is a very important car, which 
has been designed by engineers rather than sales- 
men If I have been a little critical in certain areas, 
I think I am entitled to be when taking the price 
into account. That some traditional Rover 
owners will be shocked there is no doubt, but let 
me tell them this: as a high-speed luxury car this 
one knocks spots off the old 3500, and it will use 
less petrol, too. 


silent an 


SPECIFICATION & PERFORMANCE DATA 


Car Described: Rover 3500 5-door saloon, price £4750.21, 
automatic transmission £149.76 extra. 

Engine: Eight-cylinders 88.9 x 71.1mm (3528cc). Compression ratio 
9.35 to 1. 155bhp at 5250rpm. Pushrod operated overhead valves 
with hydraulic tappets. Twin S.U. carburettors. 

Transmission: Single dry plate clutch. 5-speed synchromesh gearbox 
with central remote control, ratios 0.833, 1.0, 1.396, 2.087, and 
3.321 to 1. Optional torque converter and 3-speed Borg Warner 
automatic box. Hypoid rear axle with short tube, ratio 3.08 to 1. 
MPH/1000rpm in top gear, 28.8mph manual, 23.5mph automatic. 
Chassis: mbined steel body and chassis. MacPherson 
independent front suspension, with fore and aft location of lower 
link by anti-roll bar with compliant mounting. Live rear axle on 
trailing arms and Watt's linkage with short torque tube. Telescopic 
dampers with self-levelling feature. Power-assisted rack and pinion 
steering. Servo-assisted dual-circuit disc-drum brakes with_rear 
limiting valve. Bolt-on steel wheels, fitted 185 HR 14 tyres. Extra: 
light alloy wheels fitted 195/70 tyres. 

Dimensions: Wheelbase 9ft 23in. Track 4ft 11in. Overall length 15ft 
5in. Width 5Sft 9in. Weight 1 ton 6cwt 73ibs. 

Performance: (maker's figures) Maximum speed over 125mph. 
Acceleration 0-6O0mpbh in less than 9.0s. 

Fuel Consumption: (makers’ figute) 24-25mpg. 
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The bottom end 


Two recent occurrences, which may not at first 
appear to be in any way related, lend emphasis to 
the message of this article. The first of these is the 
success of the flat-twelve Ferrari engine in Grand 
Prix racing and the second is the victory of the 
Reliant Kitten in the Total Economy Drive. 

Perhaps the connection between these two 
achievements may be made clearer by mentioning 
that the Ferrari has a four-bearing crankshaft 
while other twelves have seven bearings. 
Similarly, the Kitten has a three-bearing shaft 
while other four cylinder production cars have 
five main bearings. In the pursuit of efficiency, 
whether speed or economy is the goal, the 
reduction of friction is paramount. After all, it’s 
scarcely logical to develop a lot of power and then 
waste quite a percentage of it, through various 
forms of friction, in generating unwanted heat. 

In racing, at the moment, it’s a straight fight 
between the V8, the V12, and the flat-12. Nobody 
doubts that the engines with more cylinders can 
develop more power, by virtue of greater piston 
area and lower reciprocating weights, permitting 
higher revolutions. When most of that extra 
power is dissipated in overcoming friction, how- 


ever, the multi-cylinder engine has to carry a. 


greater load of fuel with very little to show for it 
in the way of additional wl pean The Ferrari 
still has a larger total bearmg area than the 
Cosworth, but by managing with four main 
bearings instead of the five of the V8, it goes a 
long way towards redressing the balance. 

The friction that matters is not just the static 
friction which you feel when you crank the engine 
over by hand. The friction of the bearings them- 
selves is important, of course, and anything that 
can be done to reduce the diameter of the 
journals, and hence their area, is advantageous 
until the point is reached where either the bear- 
ings are overloaded or the shaft becomes too weak 
torsionally. Indeed, many engines have — 
larger than they really need, with an excessive’ 
high rubbing speed, in order to make the sha 
sufficiently rigid torsionally. However, by 
reducing the number of main bearing journals, the 
shaft may well become more rigid torsionally and 
have its critical speed raised. 

Let us return to that later. The point that I am 
trying to make is that you are not getting a true 
picture by checking the friction at hand cranking 
speed. Nearly all racing engines used to have 
roller bearings for their main and big end 
journals. Such engines could be cranked far more 
easily, because the starting friction when gettin 
them unstuck was very much less, but at-pea 
revs the advantage had ceased to exist. When the 
Vandervell steel-backed  thin-wall _ bearing 
revolutionized all previous conceptions of plain 
bearing performance, the costly roller bearing 
engine was doomed. It had reached its apogee in 
the 16-cylinder Auto Union; that had roller 
bearings throughout and no split bearing cages, 
which meant that a Hirth built-up crankshaft had 
to be used. The exquisite workmanship which was 
essential for this construction could not be con- 
sidered at today’s manufacturing costs. 

-So, we now have plain beentigs in our engines, 
but they are only one source of friction. I’m sorry 
to say that at this point, aerodynamics raise their 
ugly heads again. As the crankshaft rushes round 
mo f round at an enormous speed in the crank- 
case, it is not performing in a vacuum. It is 
turning in a hi, mt viscous atmosphere of air and 
flying drops of oil, of which the drag is consider- 
able. If the crank can spin on its own, it carries a 
spinning vortex with it, which is not a matter of 
much importance. Nevertheless, the presence of a 
number of bearings along the crankshaft alters 
the picture completely. An air brake is a pretty 


powerful thing, and where the crank webs are 
whirling round in close proximity to stationary 
bearings and their supports, the engine contains a 
lot of horribly efficient air brakes, built-in. 

It may be remembered that the six-cylinder 
DB2 and DB3 Aston Martins and their various 
derivatives had four main bearings. When it was 
Sy aE to introduce a seven-bearing shaft, the 
loss of power was quite minacéeptable in the case 
of the Aston, a barrel-type crank-case was used, 
into which the crank was threaded endwise, with 
the main bearings carried in diaphragms, that 
entered registers and were bolted in position. 
Now, the barrel-type crank-case is about the most 
rigid form of engine construction there is, but the 
stationary diaphragms, in close proximity to the 
flying crank throws, caused so much drag that the 
construction had to be abandoned and the seven- 
bearing Aston Martin engines had their main 
bearing caps bolted upwards in the orthodox 
manner. _.__ 

Another case in point was the four-bearing 
BMC six-cylinder engine, of 38 litres capacity. 
Rough asa Alger ’s bottom it may have been, but 
it pushed the big Healey along in no uncertain 


Four throw crankshafts with two, three and five 
main bearings. 


from 1100cc, or 80bhp when my old friend, 
Freddie Dixon, had fitted four Amal carburetters 
to it, and that had two main bearings. Super- 
charged Austin Sevens and MGs of 750cc took 
records at over 100mph, and they had two 
ig only. Earlier still, there was a V8 De 
Dion Bouton that had only two crankshaft bear- 


An ERA crankshaft from the six cylinder supercharged racing engine, with circular webs and Hyatt 
flexible race centre main bearing. U'his crankshaft was well capable of transmitting 400b Ap. 


manner. When the MGC, of unhallowed memory, 
was introduced, the old engine was re-designed 
with a seven-bearing crank. The result was 
disastrous, and the MGC could barely keep up 
with its little brother, the MGB. Obviously, in- 
sufficient thought had been given to the various 
sorts of friction when re-designing the bottom 
end. Going further back in history, when the 
Speed-Six Bentleys were raced, alternate bearings 
were removed from the long overhead comet, 
with an astonishing increase in performance. 

At first glance, it may seem peculiar that the 
ordinary production four-cylinder engine, 
however small, usually has five main bearings, 
when three or even two used to suffice. Yet, with 
the far shorter strokes used nowadays, the 
stresses are a fraction of what they were. The 
Speed Model of the Brooklands Riley gave 70bhp 


A six cylinder, seven main bearing crankshaft with circular webs. 
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ings anda La de Bugatti with three. The: 
2-litre Beardmore broke the Shelsley record witha 
two-bearing engine, and Reid Railton’s Arab had 
a two-bearing shaft. 

Far be it from me to bring back the two-bearing 
crank and the reason for the modern multiplicity 
of bearings is plain. Current mass-production 
crankshafts are cast in an alloy that is closely 
related to iron. Cast iron is a splendid bearin 
material and the cranks of today don’t wear ov. 
as quickly as the former steel ones did, but the 
metal has extremely little elasticity. Unless the 
modern crankshaft has multiple bearings and a 
rigid crank-case to support it, there is a serious 
nay > pene it may crack. 

Of course, the best cars still have steel shafts, 
usually machined from forgings, which entails 

ite a lot of removal of metal, especially when 
the component is, as one says, “machined all 
over”. The 12-cylinder crankshaft of a Ferrari is 
actually machined from a solid blank, which is a 
straightforward process but probably entails —_ 
thing up to a couple of weeks work on the lathe. It 
must be left for a while to relieve the stresses 
before being set up again for the final machining. 
It then undergoes a hardening process, whic 
completely overcomes the ovality problem, and is 
ultimately ground after hardening to ensure 
dimensional accuracy. In case this decides you to 
rush off and have your old crank hardened, let me 
tell you that most my ny processes must be 
done the moment the shaft leaves the lathe, the 
cleanliness required being such that the action of 
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the air cannot be tolerated on the journal 
surfaces. 

Such crankshafts can no longer be considered 
for the everyday car and the cast crank of 
commerce must be accepted. Nevertheless, a well- 
designed three-bearing crankshaft could be fitted 
to the smaller four-cylinder engine and if great 
trouble were taken to streamline the webs and to 
design the centre main bearing for minimum oil 
drag and air friction, a very economical little 
power unit could result. After all, petrol isn’t 
going to get any cheaper and the Kitten is the car 
to beat. 

The present emphasis on fuel economy may 
bring about some refinement in engine design. 
There is nothing very clever about making the 
main bearings so big that the journals overlap the 
crank pins and ensure torsional rigidity. The high 
rubbing speed is against all theory, but % 
pumping an enormous volume of oil through shaft 
and bearings, the temperature can be kept down 
to acceptable levels. re is a tendency to treat 
the oil circulation as a coc, medium, 
lubrication being purely incidental. With fewer 
main bearings, it is often possible to make the 
crankshaft more rigid torsionally, the journals 
tending to twist. At the dawn of Grand Prix 


racing, the four-cylinder monsters of 12 to 16 


litres capacity usually had three-bearing crank- 
shafts, giving a stroke of 150 to 180mm. If three 
bearings sufficed for those huge engines, they 
should surely be more than enough for the micro- 
scopic stresses of our short-stroke power units. 

e ideal crankshaft is the simple device in the 
traditional single-cylinder motorcycle engine. The 
twin flywheels can be highly aa as may 
the interiors of the crank-case halves, to reduce 
drag. It’s extremely rigid and requires remark- 
ably small main bearings, because the piston puts 
work into the flywheels before the shock reaches 
the mainshaft journals. Indeed, there is a lot to be 
said for any crank with circular webs, which can 
take the place of the external flywheel. However, 
the designer would then be at a loss.to know 


Above: 
degree six cylinder crank- 


a typical 120 


shaft. Right A_ long- 
itudinal section of the 
Vickers engine used in 
the 10h olseley from 
1921. This o.h.c. four 
cylinder engine was the 
basis for early o.h.c. MG 
racing engines which, 
even when high pressure 
supercharged, found the 
two bearing crankshaft 
quite sufficient. 


where to mount his proprietary single dry plate 
clutch, having no doubt forgotten how to design a 
decent little multi-plate affair. 

The six-cylinder supercharged ERA racing 
age had no flywheel, the first speed band of the 
Wilson preselector box sufficing as a clutch. This 
was a splendid shaft of immense rigidity and the 
problem of avoiding making it in two parts was 
ingeniously overcome. It’s always best to make a 
crankshaft in one piece, unless you can manage 
the immense oe me of the Hirth system, 
and the ERA had the additional enigma of a 
barrel-type crank case, into which the crankshaft 
had to be threaded. 

The ingenious solution was to havea roller bear- 
ing so ag by the whole crank could pass right 
through the outside of the race, which was water- 
cooled. The rollers were of the flexible type, called 
the Hyatt race, and incidentally best known for 
their use in the rear axle of the immortal Model-T 
Ford. This construction was inherited from the 
six-cylinder Riley and I have never heard of an 
ERA suffering from main bearing trouble. It 
might be suggested that three main bearings for 
6-cylinders is cutting it a bit fine, but the best 2- 
litre ERA gave some 325bhp and as it was pro- 


ducing an additional 75bhp or so to drive the huge 
Zoller blower, there’s no doubt that a three- 
bearing, six-cylinder shaft is good enough for 
200bhp per litre. Don’t forget, either, that when 
we used to drive these marvellous little cars in 
Grand Prix races, they were over 300 miles long. I 
cannot enjoy the current crop of big four-cylinder’ 
engines, and I would love to drive a really modern* 
version of the ERA engine in a road car, three- 
bearing crankshaft and all. 

Which brings me back to the four-bearin 
crankshaft of the 3-litre Grand Prix Porat 
Perhaps design was getting in a rut, while people 
took it for granted that good engineering ae. 


.manded a bearing between each throw and its 


oe I’m glad that this fine engine is, 
making designers think again. Furthermore, I am 
delighted that VW, with their Polo, and Renault 
with their 14, have put a nail in the coffin of my 
pet abomination, the power-wasting skew gears 
driving the distributor and the oil pump. It 
doesn’t do to become too complacent, and every 
so often, it’s a good idea to dust down a few of the. 
old ideas and see if they can be used again. Sir 
Alec Issigonis has said that the piston engine is in 
its infancy and who are we to say himnay? O 


Left the five main bearing Ford-Cosworth DFV V8 engine which, until very recently, has been superior to other 3-litre F1 units. The flat-12 Ferrari, using only 
four main bearings, has moved nearer to the Ford, partly through a reduction of frictional losses. Right: Reliant’s economy-conscious, three main bearing. 


Kitten engine. 
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MALLORY PARK 


“ é “Tet bee. ie ae : . 
David Purley’s Lec Chevron heads for yet another ShellS port F5000 victory. Following is Richard Scott's Modus which qualified secon 


No sweat for Purley 


In intense heat reminiscent more of 
Southern Italy than Leicestershire, David 
Purley further consolidated his lead in the 
1976 ShellSport Formula 5000 Champion- 
ship by scoring an almost unchallenged win 
with his very professionally-prepared 
Chevron B30. Only Keith Holland in the E. 
L. Gibbs 5-litre Lola T400 completed one of 
the 40 laps in front of the LEC Refrigeration 
car while Damien Magee had a thoroughl 
depressing day in Paul Michaels’s March 
751 and retired after only six laps. Those six 
laps formed the first part of the race, which 
had to be stopped after a very nasty 
accident involving Mike Wilds in the PR 
Reilly Shadow and Bill Gubelmann’s March 
742. The American’s car was launched into 
the air after riding over one of the 
Shadow’s wheels at the Esses, and over- 
turned against the bank, the driver being 
taken to Leicester Royal Infirmary where 
he was placed under intensive care with 
head injuries. 

Of the many supporting races at the 
BARC-organised meeting, the main one was 
around of the Allied Polymer FF2000 cham- 

ionship won by Bernard Vermilio’s Merlyn 
k28 while another Bernard (Devaney) won 
the DJM FF1600 race in his Hawke DL15. 
Considering the sweltering conditions a 
surprisingly large crowd came along to 
watch or plunge into the lake. 


ENTRY & PRACTICE 


UD I ll a 
Saturday afternoon’s session proved little except 
that the pace is hot and close at the top of 
Formula 5000 at the moment for, although there 
was only one second covering the first ten cars, just 
about everyone improved on Sunday morning by 
a second or so and it was these times which set the 
grid. For once the organisers had the courage of 
their convictions and applied the 107 per cent 
qualification rule og sg! someone now 
understands it!), so that the grid was reduced to 
18 cars from a maximum of 20 starters and six 
others were not even inside the top 20 — a healthy 
state of affairs indeed and justification of the 
new-look F5000. 

David Purley had a troubled Saturday in the 
LEC Chevron B30 but on Sunday improved by 
two seconds to take Tey position with 42.0s 
against a lap record of 41.4. Not so far behind, 
0.28 to be precise, was Richard Scott in the 
Dicksons of Perth Modus-Swindon BDX which 
had had problems on Saturday with plug 
electrodes breaking but was really flying on 
Sunday to put the ever-sheerful Scotsman on the 
front row and give him some chance of beating the 
V6s and V8s to the first corner. Val Musetti 
hopped between the ex-Tom Walkinshaw March 
752 V6 and his familiar F2 742 trying to convince 
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himself that the larger car would keep cool enough 
in the heat to last the race. After fitting a third 
water radiator and- a new ring-gear to the 
flywheel, Val selected the V6 and took third place 
on the grid at 42.4. Keith Holland, fastest on 
Saturday at 42.6 in the ex-Scott E. L. Gibbs Lola- 
Smith/Chevrolet T400 with T3832 mods, could 
only improve by 0.2s on Sunday which dropped 
him to the second row alongside the Anglo- 
Italian. 

Norman Dickson in the second of the Dick- 
sons/British Caledonian Modus M35 recorded a 
ve ety ee 42.8 and might have done better 
sti d he not taken to the grass at Gerards 
avoiding a slower car and damaged the nose and 
radiator, replaced for the race. Damien Magee was 
in a whole heap of trouble with the pre 
March 751. He managed 43.0 without an airbox 
on Saturday to be second fastest to Holland but 
the gear-linkage played up on Sunday, causing 
fourth gear to jump out twice and buzz the engine 
(dropping a valve) after a best effort of 42.8. A 
less mc engine was hastily fitted and the race 
put back an hour to give the team time to make 
the change — a sensible decision by the organisers 
although it failed to pay off. 

Bill Gubelmann was one of the few not to 
improve on Sunday in the Hart-BDG-powered 
March 742, his 43.2 being equalled on Sunday by 
Tony Rouff in the third Swindon BDX-engined 
car on the grid, the Boxer PR276, its Hockenheim 
= er eradicated. Mike Wilds found the 

hadow DN3B reluctant to run for more than six 
laps on Saturday before overheating but one of 
them was a 43.4, better than he managed on 
Sunday before a fuel line split. Equalling Mike's 
time, which might prove something, was Divina 
Galica in the Shellsport Surtees TS16, both cars, 
of course, DFV-powered. All this and no clutch 
either. Then a plug blew out of the engine and 
some hasty botching kept its replacement in for 
the race. 

The grid was completed by Derek Cook’s 
basically Formula Atlantic Chevron B27 with fuel 
injection fitted to his self-prepared 1600 BDA on 
43.4, Terry Perkins in a “pure” Atlantic, the Sana 
of Graham Eden/Harrisons, on 43.6 before the 
wheel bearings failed; Ken Bailey’s Chevron B29 
Atlantic (43.6); Emilio Villota’s F1 Lyncar (44.2); 
the further Atlantic B29s of Alo Lawler and Phil 
Dowsett (both 44.2); Andy Barton’s 1850 BDA- 
powered March 73B/75B (44.4); and Phil Sharpe’s 
new Modus M4 Atlantic (also 44.4). Out of fuck 
but in the top 20 were Chris Featherstone (McRae 
GMI) and John Bowtell (March 74B), their times 
being considered not good enough. A notable non- 
qualifier was the F1 Williams of Brian Maguire 
which had fuel problems in the heat all weekend 
and never madea decent time. 


RACE 


je) oo 
Minor dramas before the pace lap centred on 
both front row cars, the Chevron needing 
adjustment to a slipping clutch while Scott's 
Modus had a flat battery. When the flag fell 
Holland made a storming start from the second 


Me See Te wee? ee 
d. 

row shot past Scott on the left and led Purley into 
Gerards, with Magee slotting in behind the 
Chevron and ahead of Musetti and Scott, 
outdragged again. Dickson slotted in behind his 
more experienced team-mate ahead of Rouff, 
Cook, ubelmann, Galica, Wilds, Lawler, 
Dowsett, Bailey, Barton, Villota and Sharpe. 
Perkins was left on the line with a broken drive- 
shaft joint. On the second lap Purley took the lead 
in time-honoured fashion into the Esses_ but 
Holland hung on, under pressure from Magee 
despite an engine that wouldn’t rev. Cook and 
Gubelmann demoted Rouff to ninth, the Ameri- 
can losing another place to Galica a lap later. 
Divina passed Gubelmann into Gerards on the 
fourth lap and then Wilds went past Rouff and 
Gubelmann before the Esses. It seems Bill mis- 
judged the size of the ans F1 car for his 
March oleoes the Shadow’s rear wheel, rode 
over it, and rolled. Wilds plunged head on into the 
bank emerging unscathed from the written-off 
monocoque but, after two laps, during which 
Magee fell back to fourth when a butterfly spindle 
broke, it became apparent that attending to 
Gubelmann would be better done with the race 
stopped. 

Some time later, the race restarted in the order 
at the end of the first part which put Holland on 
the outside of Purley. Magee’s engine was 
mended but the diaphragm in the metering unit 
failed this time and he had to be wheeled away. 
Purley was ready for Holland so that, although 
the 5-litre Lola led the 3.4-litre Chevron as far as 
the Esses, David was back in front after that and 
there he stayed. Holland kept the pressure on for 
a few laps before falling back into the clutches of 
Musetti, with an arm-waving Scott trying to 
fluster the stunt man. For lap after lap they 
pounded round, Val making no mistakes until lap 
26 when he spun at the hairpin and the F2 car was 
through while Musetti rejomed fourth. However, 
he got his third place back a few laps later when 
the fuel pressure of the Modus, which had been 
altering for a few laps, failed altogether. 

For the last 10 oy or so Purley’s clutch 
problem reappeared at high reves so he backed of! 
and still came home the winner by nearly 15s from 
Holland, under no threat since Scott’s demise, 
Completing the ry on runners were Divina 
Galica, who worked her way up the field well 
eventually passing Rouff’s F2 car and ther 
keeping her cool despite a strong last | 
challenge from the American. Cook had gone we 
in his 1.6 Chevron until diaappearing from eight 
place behind Dickson with an electrical problen 
on lap 23. His Croft sparring  perhag Andy 
Barton, had seventh sewn up until two laps fron 
the end when he hit the barrier at the hairpin afte 
a spin which elevated the Chevron B29s 0 
Dowsett, Bailey and Lawler. The only driver to dc 
better out of the first part than the second wa: 


Villota, who just pipped Sharpe for tenth place o1 
aggregate times. 
SUPPORTING RACES 


BUT TUN FNS NEY 
The idea of running the DJM FF1600 heats 01 


Saturday didn’t really work for only six car: 
finished the first and 11 the second. Ton: 
Barley’s Royale RP21 won the first afte 
disputing the lead with the older RP16A of Barr) 
Hodson, who crashed at Gerards on his fifth la 
More accidents eliminated the leaders of thi 
second heat, both Geoff Smailes in his new Hawk: 


4 
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DL15 and David Heale’s Reynard going off at the 
hairpin, and handing the race to Bernard 
Devaney’s Warwick Trailers-supported DL15 on 
the Irishman’s first visit to Ma ory. Although 
Canadian Nigel Gough led the first lap of the final 
in his Van Dieman, it was Devaney in front all the 
way after that but under increasing pressure from 
Barley who finished a mere 0.2s behind after a 
thrilling last lap. Gough came third while Heale, 
his Reynard hastily repaired, started from the 
back row and came through the mediocre field to 
close on the Van Diemen at the finish, despite 
trailing a cloud of smoke from a breather for the 
last couple of laps. The MRE of Richard Wills and 
David Hudspith’s Merlyn Mk24/29 tangled on the 
last lap near the hairpin which gave fifth to the 
Ashtune Hawke DL15 of Rob Ellis, another to 
start from the back of the grid. 

A sleepy Alex Ferrada failed to make the front 
row of the grid in early morning practice for the 
Oceanair Clubmans race, so it took him until lap 6 
to find a way past the increasingly rapid ex- 
British kart champion Dud Moseley, both of them 
in Mk16B U2s. The brothers Farthing tangled 
with Moseley on the first 7. at Gerards, the 
younger Steve retiring on the spot but Don 
continuing to take third and a new class record, 
only 1s behind Moseley. Ian McCullough kept 

ace with the leaders to take a good fourth while 

obin Henderson’s successful battle with David 
—? Phantom ensured that U2s filled the 
first five places. ‘ 

With memories of his poor Silverstone start in 
mind, Oscar Notz was anxious to make a good one 
from pole position of the FF2000 race and 
thought he’d succeeded until Geoff Friswell and 
Richard Piper went flying past, whereupon he fell 
to eighth! Meanwhile Friswell, forgetting that 
Piper would havea pany for a push start on the 
grid, challenged the Sark at the Esses and 
promptly took to the grass, splitting the spoiler 
(or — the splitter?) and upsetting the car’s 
handling so that he fell to fourth in one lap behind 
Piper, Tiff Needell and Bernard Vermilio. 
Needell’s engine was low on oil pressure and he 
had no clutch, but both he and Vermilio were able 
to sort out xp at the hairpin on lap three. For 
several laps Vermilio tucked in tight behind 
Needell’s Hawke before making his move round 
the outside at Gerards in a manoeuvre of which 
even Needell approved. The Merlyn was un-' 
beatable and Vermilio went on to win by over 3s 
from Needell, although Piper was sandwiched 
between them and demoted to sixth with his 
penalty. Friswell een retired his Hawke 
when the clutch centre pulled out, much to the 
relief of Stuart Baird, who had been trying for 
many laps to pass. Notz made some amends by 
climbing back to fourth (fifth on the road) aided 
by Frank Sytner’s Dulon suffering engine trouble 
on the last P. It was not a good Sy for Dulons, 
Ian Taylor’s being sent off the grid for leaking oil 
from a pipe to the pressure gauge while Richard 
Lloyd’s was passed by Divina Galica’s Eldén for 
elgt th on the last lap. 

ony Sugden won the special saloon race with 
ease in his Escort once Jeff Ward’s Imp had 
divided its camshaft, Gaul-like, into three parts at 
the hairpin on the first lap. A mixture of Minis 
and Imps contested second with Malcolm 
Johnstone’s ex-Ray Calcutt Imp just taking the 
place in the end from Geoff Byman’s 1.3 Mini 
after Nigel Clarke had spun his Cooper S at the 
Esses and Don Hardman’s 1-litre Mimi had shed 
ts fan belt. 

Dave Bettinson’s Super Seven won the 
nodsports race despite a strong challenge from 
lan Marshall’s Lotus 47, both cars getting into a 


Piper leads Friswell, Ne 


terrible twitch at Devil’s Elbow, which cost 
Marshall his short-lived lead on lap five and 
seemed to put paid to his challenge to the Seven, 
running with its hood up for a change. Roger 
Andreason’s Marcos 1500 was the first 
traditional mod sports car to finish in third 


overall, having passed the Turner of Mark Hales 


who eg spun at the Esses and retired. 

Last week’s lap record holder Roy Lewington 
this week won the Formula 4 race in his ex-Tait 
Delta under strong pressure all the way from Alex 
Lowe’s Chevron B20. John Brown, last week’s 
winner, lost third place when his second engine of 
the day failed in his Delta, which moved up Mike 
Whatley’s March 733-bodied Brabham BT21, 
Eddie Heasell’s BT38C and Bruce West’s GRD 
373. John Webb had been mixing it with this lot in 
his Monsieur Rochas Chevron B15 until it shed 
most of its bodywork at the hairpin. He carried on 
at unabated speed and finally finished sixth in the 
coolest car in the race. 


IAN TITCHMARSH 


ShellSport European Formula 5000 Championship, round 7 
Mallory Park, June 27 
6+ 34 laps, 54 miles 
1, David Purley (3.4 Chevron-LEC/Ford B30 GA V6), 29m 12.2s, 
110,94mph; 
35 a Holland (5.0 Lola-Smith/Chevrolet T400/332 V8), 29m 


Bs; 
oe Musetti (3.4 March-Racing Services/Ford 752/1 GA V6), 29m 
65; 
+ _ Galica (3.0 Surtees-Cosworth/Ford TS16 DFV V8), 29m 
vd 


5, Tony Rouff (2.0 Boxer-Swindon/Ford PR276 oh 29m 56.6s; 
6, Norman Dickson (2.0 Modus-Swindon/Ford M3 B X), 39 laps; 

7, Phil Dowsett (1.6 Chevron-Swindon/Ford B29 BDA), 39 laps: 
8, Ken Bailey (1.6 Chevron-Nicholson/Ford B29 BDA), 39 laps; 
9, Alo Lawler (1.6 Chevron-Swindon/Ford B29 BDA), 38 laps: 
10, Emilio Villota (3.0 Lyncar-Nicholson/Cosworth/Ford DFV V8), 38 
laps; 11, Phil Sharpe (1.6 Modus-Nicholson/Ford M4 BDA), 38 laps. 

Fastest *: Purley, 42.2s, 115.16mph. 

Formula Ford 1600, heat 1 (10 laps: 1, Tony Barley (Royale- 
Brown RP21), 9m 1.4s, 89.93mph; 2, Peter Ramella (Mistrale), 9m 
8.6s; 3, Willheim von Tiejen (Royale RP16), 9m 13.8s. Fastest lap: 
Barley and Barry Hodson (Royale RP16A), 52.8s, 92.05mph. 

Formula Ford 1600, heat 2 (10 laps): 1, Bernard Devane’ by aon 4 
Smith _ 8m_51.2s, 91.49mph; 2, Richard Wills (MR -Oselli 
75F), 8m 55.8s; 3, Nigel Gough (Van Diemen-Scholar RF76), 9m 
1.0s. Fastest lap: Devaney, 51.8s, 93.82mph. 

DJM Records Formula Ford 1600 Championship round (10 laps): 
1, Devaney, 8m 50.4s, 91.36mph; 2, Barley, 8m 50.6s; 3, Gough, 
8m_55.6s; 4, David Heale (eynerd-Rowland 7k 8m 56.8s; 
5, Rob Ellis (Hawke-Scholar DL15), 9m 1.2s; 6, Chris Williams 
eg T3C), 9m 9.2s. Fastest lap: Barley and Heale, 51.8s, 

82mph. 


Oceanair Clubmans peers Car Championship round (10 laps): 
1, Alex Ferrada (Mallock U2-Davron Mk 1: B), 8m 38.6s, 93.71mph; 
2, Dud Moseley (Mallock U2-Holbay Mk 16B), 8m 39.0s; 3, Don 
Farthing (Mallock U2-Holbay Mk 16E), 8m 40.00s; 4, lan 
McCullough (Mallock U2-Rowland Mk 16), 8m 42.2s; 5, Robin 
Henderson (Mallock U2-Minister Mk 16), 8m 49.2s; 6, David 
Campbell (Phantom-Smith P76B), 8m 49.6s. Fastest lap: Farthing, 
50.0s, 97.20mph (record). 

Allied Polymer Formula Ford 2000 Championship round (15 laps): 
1, Bernard Vermilio (Merlyn-Scholar Mk 28), 12m 22.2s, 98.20mph; 
2, Tiff Needell (Hawke-Holbay DL14), 12m 25.8s; 3, Stuart Baird 
(Hawke-Scholar DL14), 12m 31.8s; 4, Oscar Notz (Crosslé-Titan 
31F), 12m 33.0s; 5, Roger Orgee (Elden-Nelson PH18), 12m 33.6s; 
6, Richard rad (Sark-Holbay CRO1), 12m 33.6s. Fastest lap: 
Vermilio and Piper, 48.2s, 100.83mph. 

Special Saloons (8 ae 1, Tony Sugden (1.8 Ford Escort BDE), 
7m 10.4s, 90.33mph; 2, lalcolm Johnstone (1.0 Hillman Imp), 7m 
35.0s; 3, Geoff Byman (1.3 Mini-Cooper S), 7m 35.8s. Over 1300cc: 
1, Sugden, 90.33mph; only starter. Fastest lap: 52.6s, 92.40mph. 
1001 to 1300cc: 1, Byman, 85.30mph; 2, David Smith (1.3 Mini. 
Cooper S$); 3, John Fenton (1.3 Mini-Copper S). Fastest lap: Nigel 
Clarke (1.3 Mini-Cooper S$, 54.6s, 89.01mph. 851 to 1000cc: 
1, Johnstone, 85.45mph; 2, Roger Tebbutt (1.0 Hillman Imp); 3, Jeff 
Hobson (1.0 Mini). Fastest lap: Don Hardman (1.0 Mini-Copper S), 
55.6s, 87.41mph. Up to 850cc: 1, Cliff Watts (848 Hillman Imp), 
80.60mph; 2, Peter Harding (850 3, Anthony Wilson (848 
Mini). Fastest lap: Watts, 59.0s, 82.37mph. 

Modified Sports Cars (8 =e 1, Dave Bettinson (1.6 Caterham 
Lotus-Holbay Super Seven), 7m 10.2s, 90.38mph; 2, lan Marshall 
(1.6 Lotus-Holbay Europa 47 t/c), 7m 10.8s; 3, Roger Andreason 
ey Marcos-Ford 1500), 7m 31.4s. 1501 to 2000cc: 1, Bettinson, 

.38mph; 2, Marshall; 3, Danny Luker (1.6 Alfa Romeo GT Sprint). 
Fastest lap: Marshall, 52.2s, 93.10mph. 1151 to 1500cc: 
1, Andreason, 86.13mph; 2, Richard Gamble (1.4 MG Midget); 
3, lan Knowles (1.3 Austin-Healey Sprite Mk 1). Fastest lap: 
Andreason, 54.8s, 88.68mph. 

Formula 4 Cham mg gee (10 laps): 1, Bill Cowling (Delta- 
Holbay IRF4), 8m 27.6s, .74mph; 2, Alex Lowe (Chevron-Lucas 
B20 MAE), 8m 29.6s; 3, Mike Whatley (Brabham-Holbay BT21), 8m 
36.0s; 4, Eddie Heasell (Brabham-Novamotor BT38C), 8m 39.8s; 
5, Bruce West (GRD-Cosworth 373 _ 8m 40.6s; 6, John Webb 
(Chevron Nelson B15 MAE), 8m 47.8s. Fastest lap: Cowling, 49.0s, 

.18mph. 


OULTON PARK 


Warwick calls 
Royale flush 


Maintaining his amazing winning streak in 
Formula Ford 1600 at the moment, Derek 
Warwick put two more victories under his 
belt at Oulton Park last Saturday in his heat 
and the final of the Brush Fusegear 
championship round, in his‘ usual Hawke 
DL15 and ahead of a veritable flush of 
Royales. Other highlights of a scorchingly 
hot day’s racing were a rare defeat for Chris 
Meek’s Lotus Europa by Stewart Halstead 
in the Euro Burgess production sports car 
race and some amazing goings-on among the 
850 special saloons in the Hitachi round from 
which the Imp of Cliff Watts eventually 
emerged triumphant. John Ellison and the 
NW Centre of the BRSCC showed that it is 
possible to cope with numerous incidents 
and still run nine races to schedule but the 
pity was that less than a thousand people 
paid to watch, the beach no doubt seeming 
more attractive in the heat wave. 
Paul Smith’s BMTR Royale RP21 made a splen- 
did start to the first FF1600 heat, the grid some- 
what depleted by the BARC’s unilateral last- 
minute decision to run DJM qualifying heats on 
the same day at Mallory Park. However, the 
Birmingham driver ran up a kerb at the Folly on 
the second lap ‘‘and it never seemed to handle 
roperly after that’’. This allowed the RP21s of 
sohn Bright and championship leader Jim Walsh 
to joust for the lead in fine style, with Bright just 
gaining the verdict on the line. Smith fell back to 
12th with a puncture in the last two laps but 
Barry Pigot’s RP21 was right there to finish onl: 
0. 9s behind Walsh. The second heat was Dere 
Warwick's all the way, providing some relief from 
the Royale domination with his yellow Hawke. 


_ Two more RP21s disputed second with Matthew 


Argenti just holding off Trevor van Rooyen’s 
shasta by a shred of glassfibre. 

It was the South African van Rooyen who made 
the break at the start of the final, using the spare 
Toleman’s car with an Alan Smith engine in place 
of his own, crashed at Snetterton the previous 
Thursday. But Warwick was not to be denied, 
moving from third to first in three laps ahead of 
van Rooyen, Argenti, Bright, Walsh and Pigot, 
while Brian Thompson showed what an old RP16 
could do by joining battle with Chris Skellern’s 
Crosslé 30F for seventh, soon to become sixth 
when Argenti clipped the kerb at Druids and 
moved over on Bright, who had nowhere to go 
except the armco and retirement. This left 
Warwick, van Rooyen and Argenti clear of Walsh, 
whose rebuilt engine was not giving of its best, 
and Pigot and at two-thirds distance van Rooyen 
made another bid for the lead which came off, 
Warwick counter-attacked all the way round lap 
11, the two cars entering Lodge side by side. 
Warwick clipped the Royale’s nosecone, knocking 
it into the air although it stayed attached to the 
car. Barely able to see, the South African dropped 
back into eventual retirement just before the end, 
while Argenti took up the cudgels for Royale only 
to spin at the same corner on the last lap. So 
Warwick won from a recovering Argenti, Walsh 
unable to take advantage of the spin. Thompson, 
after a good drive in his old car, threw it all away 
on the last lap by crashing at Old Hall and leaving 
Skellern a secure fifth behind Pigot. 

Much of the prod sports race was resolved at 
the Folly, Degree with Chris Meek’s = out of 
the lead on the first lap which handed it to 
Stewart Halstead’s TVR 3000M. John Britten 
threw his Morgan Plus 8 about to try and stay 
with the TVR, but lost time among the back- 
markers and was usurped by a recovering Meek at 
the Folly on the last lap. Martin Dawson’s 
raucous V12 E-type was hounded by the Europas 
of Tony — and Nigel French, the latter re- 
tiring on lap five when “the water boiled and the 
brakes melted”, but the Jaguar eventually 
became too wild at the Folly on the last lap and 
spun down a place. Chris Alford made it a TVR 
double by winning the £3000 class in this 1600M 
from the Morgan 4/4 of Chrish Hampshire, while a 
great battle between the Sprites of Howard 
Wadsworth and Dave Karaskas was resolved in 
favour of the former when Karaskas, who had led 
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the cheapest class for the first six laps, spun at, 
where else, the Folly. 

A fine gridful of historic a and sports cars 
contested 10 laps in the wake of Richard Bond’s 
desirable red Lola T70 Mk 8B, although Richard 
almost lost it Meek-style on the first lap at the 
Folly. Composure quickly recovered, he blasted 
past John Beasley’s magnificently driven Lister- 
Chevrolet which then had to contend with the 
rather dusty Chevron B8 of Simson Phillips. The 
new car, on slicks, scrambled past the 10-year- 
older car with two laps to go but Beasley’s was 
certainly the drive of the race. Richard Thwaites, 
his 1965 Brabham BT8 somehow running in the 
up-to-1964 class, was mixing it merrily with the 
Lister and the Chevron until something let go in 
the engine but Easterns Carpets had the consola- 
tion of a fine fourth by Mike Wood in the Elva- 
BMW, from 11th on the first lap. Only other car 
unlapped was Mike Ostroumoff’s rapidly driven 
Lola-Climax Mk 1 while the Costin-type Listers of 
Roger Brierley-Jones and Peter van Rossem con- 
trived a virtual deadheat for sixth with the 
latter’s Jaguar-engined car just getting the 
verdict from the Chevrolet one. John Lepp had 
Bob Owen’s Maserati T151 brute going as never 
before in fourth place until he spun at the Folly, 
after which he had only first and second gear. 

Fifteen laps in scorching sun for the smaller 
—— saloons was asking rather a lot but they 

idn’t help themselves by contriving a start-line 
shunt which eliminated Peter Day’s two-cylinder 
Mini and George Hard’s Cooper S and delayed the 
A40-Ford of Peter Cartlidge among others. 
Nothing delayed the Imp of Jeff Ward, however, 
and he immediately established a 100-yard lead 
over Derek Walker’s Fiat 850-Ford which he 
maintained to the end. Little remained settled for 
long behind this pair. Charles Berstein’s smart 
Arden Mini, in between various moments, held 
every place from third to sixth and set a new 850 
record, but a puncture and spin on the last la 
cost him the class win; this went instead to Cliff 
Watts’s Imp, which had been trying to keep out of 
trouble all race and was well rewarded. Separatin 
Watts from the leaders at the end was Bi 
Barrett’s Mini-Ford, although the conventional 
Ford Anglia of Mike Beckett had held third for 
half the race until becoming involved in one of 
Bernstein’s follies at Fosters, falling to eighth 
before retiring when the engine went off song. 
Cartlidge recovered well from his delayed start to 
join in the fun for third until an ignition wire, 
loose for most of the race, finally fell off 
completely. 


Brian Murphy’s efforts to wrest the lead from 
John Cooper’s Carrera RSR Porsche enlivened 
the early stages of the BRSCC modsports race 
but too much running behind the German car 
caused the E-type to overheat and “Murph” had 
to drop back and settle for second. Both cars 
easily outpaced the Elans of Jon Fletcher and 
John Bury on this occasion. In the 1500cc class 
Gordon Howie’s Midget had Garry Wilson’s 
Sprite close behind until the last lap when the 
latter spun at the Folly as Cooper was about to 
lap him. The 1150 class was also closely fought 
until the last couple of laps between Ron 
Kirkman’s Davrian Mk 7 and Steven Lightfoot’s 
Midget which fell back a bit towards the end. 

“T thought I’d made a reasonably good start 
until Alan Webb came shooting past from the 
second row and I had to brake,” was how Malcolm 
Jackson explained his lowly fourth place from 
pole position on the first lap of the Northern Club- 


Formula Ford 1600, heat 1 (7 laps): 1, John Bright (Royale-Smith 
RP21), 8m 10.0s, by aay 2, Jim Walsh (Royale-Scholar RP21), 
8m 10.2s; 3, Barry Pigot (Royale-Scholar RP21), 8m 10.4s. Fastest 
lap: Bright and Walsh, 1m 8.8s, 86.55mph. : 

Formula Ford 1600, heat 2 (7laps): 1, Derek Warwick (Hawke- 
Minister DL15), 8m 4.0s, 86.11mph; 2, Matthew Argenti Yoong 
Scholar RP21), 8m 5.8s; 3, Trevor van Rooyen (Royale-Smith RP21), 
8m 5.8s. Fastest lap: Warwick, 1m 8.0s, 87.56mph. 

Brush Fusegear Formula Ford 1600 Championship round (15 
laps): 1, Warwick, 17m 17.2s, 86.11mph; 2, Argenti, 17m 21.8s; 3, 

alsh, 17m 24.4s; 4, Pigot, 17m 32.8s; 5, Chris Skellern (Crossié- 
Scholar 30F), 17m 33.0s; 6, John Kent (Royale-Scholar RP21), 17m 
47.6s., Fastest lap: Argenti, 1m 8.0s, 87.56mph. 

Euro Burgess ern League Production Sports Car Champion 
ship round (10 laps): 1, Stewart Halstead (3.0 TVR 3000M), 13m 

#3.6s, 75.98mph; 2, Chris Meek (1.6 Lotus Europa Special), 13m 
7.4s; 3, John Britten (3.5 Morgan Plus 8), 13m 16.0s; 4, Tony 
Hodgson (1.6 Lotus Europa Special), 13m 54.2s; 5, Martin Dawson 
(5.3 Jaguar E V12), 13m 57.0s; 6, Chris Alford (1.6 TVR 1600M), 
14m 11.0s. £3001 to £4500: 1, Halstead, 75.98mph; 2, Meek; 3, 
Britten; 4, Hodgson; 5, Dawson; only finishers. Fastest lap: Meek, 
1m 14.8s, 79.60mph (new record). £2001 to £3000: 1, Alford 
69.96mph; 2, Chris Hampshire (1.6 Morgan 4/4); 3, Anthony Brewer 
16 rare a 4, Doc Griffiths (1.8 MGB); 5, Gerry Brown (1.8 

GB); 6, Lionel Shakespeare (2.5 Triumph TR5). Fastest lap: Alford, 
1m 23.4s, 71.40mph (record). Up to £2000: 1, Howard Wadsworth 
a Austin-Healey Sprite), 65.8Omph; 2, Dave Karaskas (1.3 Austin- 

lealey Sprite); 3, Sid Leader (1.3 Austin-Healey Sprite); 4, David 
Richardson (1.3 MG Midget Mk3); 5, John McCaffrey (1.3 Austin- 
Healey Sprite); 6, Daniel Ward (1.3 MG Midget). Fastest lap: 
Karaskas, 1m 26.4s, 68.92mph (new record). 

Historic Racing and Sports Cars 0 laps): 1, Richard Bond (5.0 
Lola-Traco/Chevrolet T70 Mk3B GT), 11m 38.6s, 85.23mph; 2, 
Simon Phillips (2.0 Chevron-BMW B8), 12m 0.6s; 3, John Beasley 
(5.3 Lister-Chevrolet), 12m 2.6s. Group 1 up to 31st December 
1960: 1, Beasley, 82.40mph; 2, Mike Ostroumoff (1.1 Lola-Climax 
Mk1); 3, Peter van Rossem (3.8 Lister-Jaguar). Fastest me ers 
1m 106s, 83.34mph. Group 2 1961 to 1964: 1, Mike oa G? 
Elva-BMW Mk7S), 78.94mph; 2, Bob Linwood (4.7 TVR Griffith 
200SE); only finishers. Fastest lap: Richard Thwaites (2.5 Brabham- 
Climax BT8), 1m 11.4s, 83.39mph. Group 4 1965 to 1968: 1, Bond, 
85.23mph; 2, Phillips; 3, Mark Rigg (4.0 Lamborghini Miura S). 
Fastest lap: Bond, 1m 8.0s, 87.56mph. Single-seaters up to 31st 
December 1960: 1, Hugh Clifford (1.1 Elva-BMC Mk3), 67.74mph; 2, 
Tony Steele (1.1 Lola-Martin/Ford Mk2); only finishers. Fastest lap: 
Clifford, 1m 26.4s, 68.92mph. 


Very impressive in the Oulton Park FF 1600 event was Brian Thompson, who flung his old Royale RP16 


around to great effect. 
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mans Cooper Oils Championship race. However, 
the U2 man of the moment soon carved his way 
past Webb’s Nick Adams car, then Tony Norton’s 
ex-Ian Phillips Gryphon, and finally David 
Manley’s U2, to take the lead and win by over 5s 
from the Irishman. Webb’s efforts to pass Norton 
never came off so his demon start was to no avail. 
Dud Moseley took the FF1600-engined class quite 
easily, the only such U2 unlapped by the leader 
although Peter Ludford’s Gryphon was never 
that far behind. 

The Renault 5 race was won by Neil McGrath, 
as is his wont, while Barrie Williams played 
around with Stuart McCrudden and Mick Hill for 
second place. Championship leader McCrudden 
moved from fourth to second on the last lap at the 
expense of Hill, although Williams almost crept 


past him on the line. 
IAN TITCHMARSH. 


Hitachi Special Saloon Car Championship round (15 laps): 1, Jeff- 
Ward (1.0 Hillman Imp), 18m 10.6s, 81.89mph; 2, Derek Walker (1.0 
Fiat 850 Coupé-Ford), 18m 12.8s; 3, Bill Barrett (1,0 Mini-Ford S), 
19m 13.2s; 4, Cliff Watts (848 Hillman Imp), 19m 31.0s; 5, Dav 
Enderby (850 Mini), 19m 23.4s; 6, Charles Bernstein (850 Mini), 
20m 15.4s. 851 to 1000cc: 1, Ward, 81.89mph; 2, Walker; 3, 
Barrett; 4, Phil Hartley (1.0 Mini-Cooper S); 5, Peter Burdis (1.0 
Ford Angie), only finishers. Fastest lap: Walker, 1m 11.45, 
83.39mph. Up to 850cc: 1, Watts, 76.93mph; 2, Enderby; 3, 
Bernstein; only finishers. Fastest lap: Bernstein, 1m 146s, 
79.82mph (record). 

BRSCC Modified Sports Car Chpecati round (15 laps): 1, 
John Cooper (2.8 Porsche Carrera RSR), 17m 18.0s, 86.04mph; 2, 
Brian Murphy (4.4 Jaguar E), 17m 34.8s; 3, Jon Fletcher (1.6 Lotus 
Elan), 17m 48.6s; 4, John Bury (1.8 Lotus Elan), 17m 59.4s; 5, 
Gordon Howie (1.5 MG Midget), 18m 29.4s; 6, Jean-Claude Buirc 
6” Lotus Elan), 14 laps. Over 2000cc: 1, Cooper, 86.04mph; 2, 

urphy; only starters. Fastest lap: Cooper, 1m 7.0s, 88.87mph. 
1501 to 2000cc: 1, Fletcher, 83.58mph; 2, Bury; 3, Buirc; only 
finishers. Fastest lap: Bury, 1m 9.8s, 85.31mph. 1151 to 1500ce: 1, 
Howie, 80.50mph; 2, Garry Wilson (1.5 Austin-Healey Sprite); 3, 
Richard Ward (1.4 MG Midget); 4, John Read (1.3 Austin-Healey 
Sprite); 5, Eric Adams (1.3 Austin-Healey Sprite); only finishers. 
Fastest lap: Howie, 1m 11.8s, 82.93mph (re ). Up to 1150cc 
class: 1, Ron Kirkman (1.1 Davrian-Imp Mk7), 73.52mph; 2, Steven 
Lightfoot gt MG Midget), 3, Keith Webster (1.1 MG Midget), only 
finishers. Fastest lap: Kirkman, 1m 16.0s, 78.35mph. 

Cooper Oils Northern Clubmen's Sports Camere round (10 
laps): 1, Malcolm Jackson (1.6 Mallock U2-Arden/Holbay Mk14), 10m 
34.8s, 93.79mph; 2, David Manley (1.6 Mallock U2-Swindon 
Mk17B), 10m 40.4s; 3, Tony Norton (1.6 Gryphon-Longman C4A), 
10m 42.4s; 4, Alan Webb (1.6 Mallock U2-Davron Mk17B), 10m 
43.4s; 5, Richard de la Rue (1.6 Mallock U2-Davron Mk16), 10m 
57.6s; 6, Jim Yardley (1.6 Beagle-Yardley Mk3B), 11m 5.6s. Fully 
modified class A: 1, Jackson, 93.79mph; 2, Manley; 3, Norton; 4, 
Webb; 5, de la Rue; 6, Yardley. Fastest lap: Jackson, 1m 1.0s, 
97.61mph. FF1600 class: 1, Dud Moseley (Mallock U2-Holbay 
Mk16B), 85.30mph; 2, Peter Ludford (Gryphon-Scholar C5B);, 3, 
Don Cressy (Mallock U2-Holbay Mk16B); 4, Ken Brown (Mallock U2- 
Rowland Mk16)j 5, lan Chapman (Mallock U2-Ford Mk14); only 
finishers. Fastest lap: Moseley, 1m 8.0s, 87.56mph. 

BRSCC Renault 5 Elf Challenge round (10 laps): 1, Neil McGrath, 
15m 34.6s, 63.71mph; 2, Stuart McCrudden, 15m 47.2s; 3, Barrie 
Williams, 15m 47.2s; 4, Mick Hill, 15m 49.0s; 5, Charles Sawyer- 
Hoare, 15m 49.4s; 6, Chris Bruce, 15m 54.4s. Fastest lap: McGrath, 
1m 31.8s, 64.86mph (record). 


Whiting 
flounders 


Sevenoaks DMC organized a mixed bag of 
nine races at Brands Hatch on Sunday, 
where four lap records were broken and a 
record high for heat and sunshine must have 
been achieved. Not too surprisingly in the 
conditions, spectators were thin on the 
ground, and those who did attend probably 
spent more time trying to keep cool than 
they did watching a mediocre programme of 
events. Mike Thompson lengthened his lead 
in the MCD Formula Ford Championship 
with a convincing win in his Rostron, but 
Simoniz saloon car series leader Nick 
Whiting could only manage second place to 
Colin Hawker’s screaming DF VW. These 
were the highlights on a day on which Alan 
Baillie (Monoposto Viking), Bob Jarvis 
(Modsports Davrian) and two historic sports 
car drivers lowered their respective lap 
records. 

The programme opened with two Formula Ford 
heats. Mike Thompson won the first with some 
ease while his rivals found ways round the Royale 
of Sean Walker. Tony Halliwell (Merlyn), Miki 
Dee (Van Diemen) and John Copson (Crosslé) all 
finished ahead of Walker, who nevertheless set 
fastest lap. Doug Wood’s Elden would have been 
up there too, but for a spin. Heat two, consider- 
ably slower than the first, went to Brian Song- 
hurst’s old Royale from the Jamun of Steve 
Dunlop. Most noteworthy performances in this 
race were by Wil Arif and haley Ward, who came 
up into third and fourth from the back of the grid. 
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BRANDS continued 


Arif borrowed Doug Wood's Elden after crashing 
his Crosslé in practice. 

The final, near the end of the day, saw the first 
heat runners dominating the starting grid — 
Songhurst lined upin eighth place. Wood was bac 

his own car, so Arif had to borrow another, a 
Royale RP16, to start the final from the back row. 
Thompson took over a lead he wasn’t to lose when 
Halliwell spun on Paddock Bend after four laps, 
promoting Dee to second ye Halliwell got back 

ichard Maile’s Merlyn, 


to third at the expense of 


LONGRIDGE 


Lancs hot-pot 


Lancashire A.C. assembled their usual 
Longridge mixture on Sunday in blazingly 
hot conditions, Several of the major winners 
were handed their victories when the erst- 
while leaders fell by the wayside including 
JoeApplegarthwho benefitted from a tangle 
between Peter Dugdale and Warren Booth 
in the Libre race and Terry King who won 
the Saloon Final at Brian Whiting’s 
expense. 

The first race catered for a mixed grid at 
Modsports, clubman’s and sports racing cars and 
saw John Briggs (Mallock) score his first win. 
From pole, the ex Harris-Traco sprint driver was 
never headed although second man, Jon Fletcher 
(Elan), almost got by when Briggs missed a gear 
at Weighbridge. The understeering Elan came 
home well ahead of the other Modsports entries 
who were led by Iain Gorrie (Triumph GT6) who 
had got the better of Gary Wilson (Sprite) after an 
early dice which also involved Dave Abram 
(Midget) until the latter spun and dropped back. 
James Hunt won the other class in the Nike 
Sports after very nearly being collected by the 
spinning Abram. 

Once again the 750's provided some excellent 
racing at Longridge, their being divided into two 
heats and a final. The first heat featured a dice 
between Tim Green (Time) and John Giles (JGS). 
Green led away but Giles got by for a few laps 
before the Time was again in front, this time to 
stay. But Giles had not given up and on lap 10, 
the two came together at Weighbridge, and while 
Giles pulled off Green went on to win. Trevor 
Hegarty (Hega) drove a well judged race to take 
the second heat ahead off Oliver White (Gideon 
VIB) and Jeff Brown. 

For the final, Green was on pole flanked by 
Hegarty but the latter’s engine refused to fire and 
he was left to be pushed away last although he 
worked his way up to sixth at the finish. Green 
was away into the lead while Giles began makin, 
up for his back-row start. The JGS rapidly move 
up to second but could not deal so easily with 

reen who maintained a comfortable lead until 
Giles’ eventual demise with ignition bothers. Ian 
Shaw retired to the pits with persistent over- 
heating at 10 ape romoting the dice between 
‘White and Sclanders to third and fourth 
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In the Super Vee race, John Morrison's Lola T326 leads Tim Kee 


which held off a last corner challenge from 
Walker. Wood spun off while challenging Walker, 
and Arif climbed through to 10th at the end. 

Late entry Bob Jarvis made no mistake about 
winning the Modsports event which followed the 
Formula Ford heats onto the track. He took the 
lead halfway round lap 1 and never looked back, 
except to see his rivals shrinking in the mirrors. 
Edward Reeve’s supercharged Midget and Geoff 
Week’s normal model were the unhicky ones, but 
both won their classes. Likely front runner John 
Wilmshurst was missing, having keeled over after 
clambering out of his damaged Midget following a 
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n’s Supernova and Mark Litchfield’s 


respectively. When Giles went out this became a 
duel for second which eventually was resolved in 
Sclanders’ favour as the two lapped a tight bunch 
at backmarkers. 

The saloon entry had to be reshuffled somewhat 
following the rigours of Oulton Park the previous 
day. Thus the first race was a four cornered 
contest won by Paul Storr’s Escort from Derek 
Walker's 1 litre Fiat. The second saloon event was» 
much more exciting with Brian Whiting (Escort) 
leading away from Terry King’s Escort. Ken 
Tomlinson (Mini) got through into second for a 
while but King just regained second from the 
Rallye nee car with a lap to go. Behind, 
Norman Hinds’ Mini was coming under attack 
from Allan Forest’s Escort but managed to hang 
on to fourth place. Whiting came home a fairly 
comfortable winner. 

Later, the fastest ten saloons came back out 
and it looked like another win for Whiting. 
Initially, Storr’s Escort was in close attendance 
until it succumbed to steering maladies leavin 
Whiting fairly comfortably ahead of the secon 
ea dice between Tomlinson and King. 

owever, the leading Escort’s brakes vt to 
disappear and, although trying to nurse the car 
along in the lead, when the Mini began to 
challenge for the lead, Brian responded but 
almost inevitably the lack of brakes told and the 
Escort finished its race against the Armco. Simu- 
taneously, ae driving a very ree race on 
only his second time out slipped by Tomlinson 
ands although the Mini fought back the Escort 
just held it to the line. Derek Walker managed 
third place, 

The FF1600’s produced the usual race between 
John Kent (Royale RP21) and Alan Strin 
(Crossle 30F). Stringer was on pole in the 
Greenham car and took the initial lead before 
Kent get through and opened a slight gap. 
Before Stringer could really get back on terms a 
misfire set in and he soon retired to the pits witha 
defunct isolator switch. Richard Peacock (Royale 
RP21) held a strong third place es, 
moving up to second when Se retired, and 
ty followed home by Carl Tingling (Dulon 

15). 

The F. Libre event certainly produced enough 
action. From the flag, Peter Dugdale’s March 733 
went into the lead from Warren Booth and Joe 
Applegarth (Brabham BT23C). Booth, driving the 
second of his Lotus 69s, closed on Dugdale but as 
they entered Weighbridge the two touched and 
both were out. This left Applegarth with a handy 
lead over John Briggs’s Class AClubmans car who 
in turn was well ahead of the battling Graham Hill 
(F.F. Merlyn) and Tom Dootson (1600 Piper F3). 


PETER McFADYEN 


practice accident. He was taken off to hospital for 
a check-up. 

Next out were 12 competitors in the Varley 
Batteries Monoposto series. Trevor Scarratt led 
with his Brabham for the first three laps, but he 
couldn’t resist the advance of the hard-trying 
Alan Baillie (Viking). Baillie tarnished his “e4 
by passing a backmarker under yellows at the 
scene of a crash on Cooper Straight and Scarratt 
lost second place on the last lap to “The 
Streaker”’, who took pole position in his Lotus 35 
but madea poor start. 

Another confrontation between Nick Whiting’s 
championship leading Escort and Colin Hawker’s 
greatly improved VW went very much Hawker’s 
way in the Simoniz round, especially when 
Whiting pulled into the pits a lap early, thinking 
the race was over. However, he was in no position 
to challenge Hawker and was so far ahead of third 
man Zekia Redjep that he got going again with- 
out losing anything except his dignity! Fourth 
overall and winner of the 1300 class was Peter 
Baldwin (Mini), who drove hard to keep the 
current championship runner-up, Graham Goode, 
at bay. Goode was given a hard time by Rob 
Mason’s amazing Bevan Imp, which this week 
had grown tojust over a litre. 

John Morrison took a predictable win in the 
Silver Cup Super Vee round although Tim Keen 
was first off the mark. Mark Litchfield and Bruce 
Venn took third and fourth in their Eldens, and 
while the first three had a fairly easy time Venn 
had to beat off Mike Catlow (Supernova) and Olly 
Hollamby (Crosslé). Championship second man 
Peter White couldn’t get his Royale to run right 
until it was too late todo him any good. 

Sponsorship from Courage brought out 14 
historic sports cars, the bulk of the entry consist- 
ing of Porsche 356 models. But it was the Frazer 
Nash —_ Florio of Robert Mansfield and the Le 
Mans pes of Bill Roberts which took first and 
second places, vanquishing the Porsches of John 
Lucas and BSM High Performance Course man- 
ager John Lyon. 

Brian Prebble, the driver whose Imp lost a 
wheel while leading the week before, drove safely 
through all ten laps to win the final event, a non- 
championship thrash for saloons up to a litre. 
Chasing him hard was Mike Chapple in another 
Imp, and John Schneider set fastest lap on his 
way to third after a poor start in a third Imp. 
Fourth man Mike Scott (Anglia) had a hard time 
beating David Enderby, the 850 class winner. 


PAULINE PHILLIPS 


* 1, Mike Thome ost 
ASD aio 8m 49.0s, 81.91mph; 2, Tony Halliwell (Merlyn-Minister 


Oe ee (Rostron-ASD CT75), 13m 09.0s, 82.39m 
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weak igre gs ete 13m 15.2s; 4, Richard Maile (Merlyn- 
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53.85, 80.54mph. Up to 1150cc: Jarvis; no other finishers. Fastest 
lap: Jarvis, 52.2s, 83.01 mph (record). 

Varley Batteries Monoposto Championship round (10 laps): 1, Alan 
Baillie Viking-Ford 1A), 8m 31.6s, 84.69mph; 2, “The Streaker” 
Cope Heley 35), 8m 33.45; 3, Trevor Scarratt (Brabham-Ford 

T21B), 8m 34.6s; 4, Julian Pratt (Merlyn-Ford Mk11A), 8m 38.2s; 
5, Ray Thomas (Revoray Mk11), 8m 41.0s; 6, Mike Irons (Brabham- 
Ford BT21), 8m 56.4s, Fastest lap: Baillie, 49.2s, 88.07mph 


record). 

Simoniz Special Saloon Car Championship round (15 laps) — 
overall and over 1300cc: 1, Colin Hawker (3.0 VW-DFV) 
67 sonal 2, Nick boa | (2.0 Ford Escort BDG), 12m 54.4s; 3, 
Zekia adje (2.0 Ford Escort BDG), 12m 59.8s. Fastest lap: 
68, 89.16mph. 1001-1300cc: 
Clubman GT), 12m 29 


, 52. .O1mph. 
Volkswagen 73s Vis Sumaptones round (15 laps): 
i John Morrison (Lola-Daghorn T326), 12m tobe 8B ono i 


Co Historic S; CarR 0 lap: 
Mansfiels (2. F Nash Tares Flow, 1 


Standen (1.6 Porsche 356 Roadster), 11m 23.4s. Fastest lap: 
Standen, 1m 04.4s, g2.25mph (record). 
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Although by no means a new design, the Celica’s increased wheelbase and t track and re-styled grille 


help keep it youthful. 


TOYOTA CELICA 1600 ST 


A practical yardstick 


The Toyota Celica has been a popular two/four 
seater coupé for several years. It has recently 
undergone a facelift, with a forward extension of 
the wheelbase by 2.7ins and a wider track. The 
1600 ST, the subject of this test, is not the hottest 
version of the Celica but it is by far the best seller. 
Although its looks are its greatest attraction, its 
performance is as much as most people care to use 
and its fuel economy is outstanding. 

Perhaps the cleverest feature of the Celica is the 
surprising comfort of its rear seats, in spite of its 
sporting appearance. Though ple talk about 
Pirho-charesa road burners, this is the kind of 
— car they actually bring home from the 

owrooms. The design is completely orthodox, 
with Mr MacPherson’s struts in front and a well 
located rigid axle behind. The Japanese 
superiority in the Fo field is again 
a ee ena by an excellent five-speed unit, but no 
enthusiasm is yet shown for rack and pinion steer- 
ing, the Celica still having a recirculating-ball 
arrangement. 

Most attractive is the under-bonnet layout, 
reminiscent of a good vintage car. I detest 
flexible cables and I award full marks to the 
properly engineered throttle linkage. The 
‘arrangement of the two twin-choke carburettors 
and the nicely paired exhaust tracts are all 
worthy of inspection. One might be tempted to 
8quip this car with a transparent bonnet top! 

This is quite a substantial car to be propelled by 
1588cc. It is consequently no ball of fire but its 
clean profile allows it to work up to 105mph on the 
overdrive, or a shade less on the direct fourth. 


Below: revised fascia. Above: tidy under-bonnet view. 


seempitagmecsinne 


Need I mention that the five-speed box is a joy to 
handle? The engine is not noisy, even when 
pressed, but it just simply runs out of puff, so 
there is no point in hanging on to the lower gears. 

If the performance is not outstanding for a car 
with four carburettor chokes, the fuel economy is 
exceptional. Unlike most of its competitors, it 
does not become thirsty when driven hard, and 
can average well over 30mpg on fast journeys. I 

I 


by John Bolster 


did not have time to make a really leisurely trip 
but I would imagine that ousted driving could 
result in some impressive petrol consumption 
figures. 
he longer wheelbase and wider front track have 

had a beneficial effect on the handling. Without 
feeling like.a competition car, the Celica gives the 
driver a sense of confidence. A moderate degree of 
understeer is provided during normal driving and 
the back axle is less inclined to hop over bumps 
than those of many Japanese cars. The steering is 
light and the machine is stable at its maximum 
speed, ignoring gusts of wind. The ride is more 
comfortable than that of the typical live-axle car, 
especially in the back seat. I took the opportunity 
to ride in that position and was pleased to find 
that both head and leg room were adequate. 

re the level of mechanical noise is 
reasonably low, wind noise become noticeable at 
high cruising speeds. There is also some thumping 
from the suspension on bad roads. The controls 
are conveniently arranged and the heater can be 
used on fresh air or recirculation, but there are no 
separate cold-air ducts for the eyeball ventilators. 
This is a considerable nuisance and is a curious 
oversight, which should have been rectified 
during the facelift. 

Apart from this, most of the detail work has 
been well carried out. The interior is pleasantly 
furnished and the fuses are instantly accessible, 
with all circuits clearly identified on the trans- 
parent lid of the box. Another useful feature is the 
unusually large petrol tank, which holds 12.8 
Imperial gallons. In conjunction with the 
excellent fuel economy, this means that the man 
who travels far at night will not have the usual 
worries about refuelling. He will also appreciate 
the four effective headlights. 

Many of the Japanese cars I have driven were 
well below European braking standards. This 
Toyota seemed well endowed with stopping 
power, which showed no tendency to fade during 
rapid motoring. Though the Japanese tend to be 
smaller than ourselves, this car offered plenty of 
space for my fairly substantial anatomy. 

When I road test an exotic car with an 
astronomical price ticket, it’s an exicting 
experience, of course, but probably few people 
read my words with the intention of buying one. 
The Celica is selling like hot cakes, and to that 
extent a road test report is of far greater import- 
ance. With current speed limits, its performance 
is sufficient while its economy is a real selling 
feature. I think it’s what a lot of people are after 
and I only wish we made something as pretty and 
practical. 


SPECIFICATION AND PERFORMANCE DATA 
Car Tested: Toyota Celica 1600 ST Coupé, price £2,636 including 
car tax and VAT. y , 
Engine: Four-cylinders 85 x 70mm (1588cc). Compression ratio 9.4 
to 1. 86bhp DIN at 5,600rpm. Pushrod-operated overhead valves. 2 
Aisan twin-choke downdraught carburettors. 
Transmission: Single dry plate clutch. Five-speed synchromesh gear- 
box with central change, ratios 0.861, 1.0, 1.384, 2.022, and 3.587 
to 1. Hypoid rear axle, ratio 3.9 to 1. , 
Chassis: Combined steel body and 
independent front suspension with anti-roll bar. Recirculating ball 
steering gear. Live rear axle on four links and Panhard rod with coil 
springs. Servo-assisted disc/drum brakes. Bolt-on steel wheels, 
fitted 165-13 tyres. 
Dimensions: Wheelbase 8ft 2.2in. Track 4ft 4.6in. Overall length 
13ft 11.7in. Width 5ft 3.8in. Weight 1 ton 1 cwt. 
Equipment: 12-volt lighting and starting. Speedometer. Rev- 
counter. Ammeter. Oil pressure, water temperature and fuel 
gauges. Clock. 2-speed windscreen wipers and washers. Heating de- 
misting and ventilation system. Flashing direction indicators. 
Reversing lights. 


chassis. MacPherson 


SE et 
/ 14 mile 
= a 
ee eB a 
a, 
275 WO ER: 
‘ vi TOYOTA CELICA 1600 ST 
oa 2 PS 
° 4 8 12 % 20 24 28 32 % 
SECONDS 


AUTOSPORT, JULY 1, 1976 


SNETTERTON 


All lreland touchdown 


Formula Fords stole the show again at 
sweltering Snetterton last Sunday. Four of 
the BRSCC’s seven races were for the 
popular single-seaters, and those irrepres- 
sible’ Irishmen, Derek Daly and David 
Kennedy, did it again and dominated the 
incident-packed Townsend Thoresen heats’ 
and final. Each won a heat, with Daly 
(Hawke DL15) emerging as a worthy victor 
in the final after a tremendous_race-long 
battle with Kennedy (Crosslé 30F) and 
Kenny Gray (Royale RP21), culminating in 
an hectic last-lap wheel-bashing session 
between the two  fellow-countrymen. 
Kennedy’s drive was rewarded with a new 
lap record and the satisfaction of halting 
Derek Warwick’s sequence of ten wins for 
Hawke when he won his heat. Wayne 
Wainwright headed home the Debenhams 
Escort Challenge race by just 0.6s, while 
Mike Curnow outlasted all his rivals in the 
hot conditions to finish a long way ahead in 
the Leyland Mini 1000 Challenge round. 
Non-championship winners were P il Clarke 
(Special Saloon Firenza) and Alex 
Hawkridge (Royale RP21) in the Formula 
Ford consolation race. 


Two qualifying heats were necessary to select the 
contestants for Townsend Thoresen points. The 
first developed into a canny battle between David 
Kennedy and Derek Warwick. These two seas 
pulled clear of the rest, swapping the lead but a 
the time keeping one eye on their temperature 
auges. Kennedy declined Warwick’s offer of the 
ead on the penultimate lap and stayed back 
before swooping past at the end of the new 


straight on the final lap and holding the lead to 
the . Both had been nearly eliminated when 
the indecisive tailender they were lapping came 
across a wrecked nosecone in the track. At the 
next corner Rick Morris (Hawke DK15), under 
preee® for third from the impressive Phillip 

ullman (Crosslé 30F), was caught out by the 


Kenny Gray’s Royale RP21 leads Derek pe 
FF1600 race (above). Richard Scantlebury’s E- 


's Hawke DL15 and Rod Bremner 
Type is trailed by Phil Clarke’s Firenza, which got by to 


same backmarker, the resultant collision causing 
oints leader Morris to retire. Bullman was 
‘ollowed home by Brazilian Mario Ferraris Neto, 
who had broken away from the pack with the 
works Van Dieman RF76. 

The Leyland Mini 1000 challenge was definitely 
the weather! From the middle of the front row 
Mike Curnow took his Longman Mini into a lead 
he held to the close. All his rivals expired by the 
wayside with overheating bothers, except pole- 
man Derek May, and his Hartlee Mini broke its 
clutch. 

Three cars broke away at the front of the second 
FF heat. The Hawke of Derek Daly was initially 
challenged by the Royale of Kenny Gray. Gray led 
till half-distance; the Scorpion Racing equipe had 
fitted side pods in an attempt to smooth the 
airflow and improve the car’s straight-line speed, 
but the South African was still at a disadvantage 
and was repassed by Daly and then further 
demoted by the closely following Crosslé 30F of 
Rod Bremner. Canadian Bremner pressurized the 
Irishman but backmarkers thwarted any last-lap 
manoeuvres and the three cars harcore f the line 
covered by 0.4s. Two Winfield Racing School 
pupils disputed fourth, with promising French- 
man Yves Sarazin getting the better of his Tiga 
team-mate David Lang. Lang then spun and 
dropped behind Mike Blanchet. Blanchet had 
been destined for the first heat but the Lola T440 
had a driveshaft pull out in the assembly area, 
and Mike eventually started the second heat from 
the back of the grid and pulled up well. 

Norwich driver Phil Clarke scored his first win 
of the season when he took his latest Firenza to a 
satisfying win in the mixed S ecial Saloon, 
Prodsports and Modsports thrash, keeping all 
those who like to cheer a win by a local driver on 
tenterhooks until the last =e. Richard Scantle- 
bury (Ziebart E-type) led the field away into 
Riches. Clarke soon blasted the twin-cam Firenza 
ahead, only for the gearknob to come off in his 
hand; Scantlebury repassed and Clarke, who 
found and relocated the offending knob, was back 
ahead on lap 6, only to do it all en = the 
Esses. Richard repassed again. Phil, the bit now 
firmly between his teeth, pressed on again, finally 
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win the race for special saloons, modsports and prodsports (below). 
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oing into the lead once more in the Esses on the 

st lap. Third was Alastair Lyall, who would have 
challenged for the lead had not his recent 
wretched luck continued: the Escort-FVC stalled 
on the grid. Chris Meek (Europa) was the en- 
thusiastic winner of the Prodsports class, 
finishing fourth overall. 

Wayne Wainwright held off the frequent 
attacks of David Da Costa throughout the 
Devenhams Escort Challenge race. Despite, or 
perhaps because, of indulging in “leaning on” 
each other in the corners both made it to the 
finish, Wainwright winning by 0.6s. Neil McGrath 
was their shadow all the way, but most attention 
was focused on fourth place man Ari Vatanen. 
The Ford rally star missed practice and started 
from the last row of the grid. In heartwarming 
style, he moved through the field, setting fastest 
lap jointly with Wainwright. Basil Wainwright 
was lucky to escape with only cuts in his second 
big accident in three weeks. 

Tt was back to the serious stuff when the 
FF1600s assembled for the TT final, over 15 laps. 
It was action all the way with five cars quickly 
breaking clear of the pushing, squabbling pack. 
Victim of the pushing on the first lap was Rob 
Wilson, the unfortunate New Zealander being 
taken to hospital after being removed from a very 
‘bent Tiga.Daly was the first to show: and,when the 
leaders came upon the ambulance and res- 
cue vehicle slowly negotiating Russell, he 
commendably slowed the bunch down to walking 
pace; they all stayed in single file, accelerating as 
one back to racing speeds after the corner in the 
order Daly, Kennedy, Gray, Sarazin and Bremner. 
The two Irishmen were at it hammer and tongs 
and Gray was right with them. The pace began 
hotting up, corner cutting was the in t ing and, as 
someone remarked, if they don’t break the lap 
record now, they never will. Sure enough, 
Kennedy recorded a time 0.6s inside the previous 
best — on a day when most people’s times were a 
second down. Sarazin and Bremner tangled at 
Riches at half distance, both Poni razin 
having been particularly impressive. ith yellow 
flags shown, Kennedy blatantly passed Daly 
between the stationary and waved flags. Into the 
incredible last lap they sped with Kennedy in 
front; down the straight Kennedy bumped Daly 
onto the grass, undaunted Daly bumped his mate 
back, while Gray, handicapped by lack of speed, 
sat behind watching in amazement. Kennedy was 
first into the Esses then “I could have wept and I 
pet ‘a wheel in the dirt and he was through”. And 

aly it was, with grass hanging from the radiator, 
with Kennedy a disappointed second, and Gray an 
excellent third. Trevor van Rooyen (Royale RP21) 
won a epee battle with Blanchet to be next, 
Bullman again looking good as he recovered from 
a first-lap incident to finish sixth. 

Alex Hawkridge had a very easy win in the FF 
Consolation race. His most likely challenger, 
David Sears (Van Dieman RF76), was restricted 
when a corner marker lodged in his front 


suspension. 
ANDY LEEDER 


Townsend Thoresen Formula Ford 1600 Championship, heat  (1( 
wee David Kennedy (Crossié-Minister 30F), 12m 31.45 
91.84mph; 2, Derek Warwick (Hawke-Minister DL15), 12m 31.6s; 3 
Philip Bullman (Crosslé-Minister 30F), 12m 37.0s; 4, Mario Ferrari 
Neto (Van Dieman-Scholar RF76), 12m 43.2s; 5, Rob Wilson (Tige 
Rowland FF76), 12m 51.2s; 6, Robin Gray (MRE/Tiga-Rowlan: 
FF76), 12m 51.4s. Fastest la Warwick, 1m 13.6s, 93.77mph. 
Leyland Cars National Mini 1000 Ghallenge race (10 laps):1, Mik 
Curnow (Longman Mini), 14m 27.0s, 72.60mph; 2, a9 f Robso 
(Becspeed Mini), 14m 46.0s; 3, Phillip Spurling (Oselli Mini), 141 
47.8s; 4, David Abbott (Mini), 14m 51.4s; 5, Eric Groves (BLM! 
Mini), 15m 00.8s; 6, Peter Joseph Morris ome’ Mini), 15m 19.2: 
Fastest lap: Curnow and John Hazell, 1m 25.0s, 81.19mph. 
Townsend Thoresen Formula Ford 1600 Championship, heat 2 (1 
laps); 1, Derek Ody (Hawke-Minister DL15), 12m 24.6s, 2.68mp! 
2, Rod Bremner A rossié-Rowland 30F), 12m 248s; 3, Kenny Gre 
oe 12m 25.0s; 4, Yves Sarazin (Tiga-Rowland 
nchet (Lola Ford-Minister 1440), 13m 37.2 
6, David Lang (MRE/Tiga-Rowland), 12m 39.2s. Fastest lap: Gre 


m4 
cantlebury (4.2 Jaguar E), 13m 06.4s; 3, Alastair Pyall (Ford Esco 
28.2s; 4, Chris Meek (1.6 Lotus Europa Special), 13 


TVR Vixen); no other finishers. Fastest lap: Scantlebury, 1m 17.0 
+ 1, Meek, 82.43mph; 2, Charles me | 
la 


1, Wayne Wainwrig 

(Ford Escort Mexico), 15m 0 .Os, o9mph; 2, David Da Cos 
Ford Escort Sport) 15m 07.6s; 3, Neil McGrath eas Escc 
lexico), 15m 09.6s; 4, Ari Vatanen (Ford Escort Mexico), 15 
19.2s; 5, Geoff Evans (Ford Escort Sport) 15m 24.6s;-6, Bob F 
(Ford Escort Mexico), 15m 26.0s Fastest lap: Wainwright ai 
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Brian Pepper is hounded by Derrick Brunt Prior to the Opel driver clouting the chicane. 


CROFT 


Lanfranchi succumbs to 
Brindley’s Mazda mastery 


A very hot and sunny Croft attracted a 
BARC meeting of five events last Sunday 
which all counted for championship points, 
the main feature of the day being a Britax 
Production Saloon Car round which prom- 


ised entertaining racing from all the usual 


contenders. Unfortunately the number of 
entries in all the events was below that 
expected, due no doubt to holidays and 
other meetings elsewhere, but some frantic 
and very enjoyable racing resulted, with a 
nice calm atmosphere and few problems to 
spoil the day. 

A small but select grid assembled for the Formula 
Ford race, which was a qualifier for the BARC 
Northern championship, with Chris Lawson on 
pole in his Van Diemen. Stuart Lawson (Hawke) 
made the best start however to lead the nine 
starters into Tower, but on the second lap he suc- 
tumbed to a determined challenge from Duncan 
Hall in a similar car and had to chase hard to keep 
ip until lap 10 when he again took the lead. The 
»ventual winner was in. doubt right to the flag, al- 
‘hough one of the Hawke drivers seemed certain 
io get the result as they were drawing away from 
ihird placed Mick Starkey (Merlyn) and Mick 
‘ould only just keep them in sight and was 
iimself some 10s wp on fourth man Nigel 
tobinson (Merlyn). On the penultimated ap 
4awson just regained the advantage lost shortly 
vefore, and was able to hold off Hall by 0.6s. 

A rather more varied field than has been usual 
it Croft came under starter’s orders for the 
3pecial Saloon race, with the welcome return of 
he Firenzas of Bill be am and Mike Newman, 
he Skoda of Graeme Walker and the cheeky 1- 
itre Austin A40 of Peter Carthidge. Niven’s 
leparture from his Escort on the grid robbed 
iome of the challenge to Dryden, who drove just 
ast enough to keep nicely ahead of Newman to 
he flag. Doug Emms (Camaro) and Walker had a 
eal battle fone until around two-thirds distance, 
vhen the Skoda developed gearbox problems and 
lropped back to retire on lap 11. Among the 
maller fry, the A40 saw off all the Minis to come 
a fifth overall 4, wheel waving at all pos- 
ible corners by the Leyland machines. 

That curse of Croft, the combined field with one 
ot starting ten seconds after the other, again 
fflicted us; this time due to a small entry in the 
fodsports race, which saw included the Club- 
aans cars (which were also to run in the Libre 
vent). But a ding-dong set of battles throughout 
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the 12 laps resulted in class wins for John Muir- 
head (Mallock) and Andy Smith (Elan) in Club- 
mansand Modsportsrespectively, 
them had to work hard to retain 
Chris Hart (Mallock) harryin 
man and Smith’s team-mate 
only 0.2s down on the Elan. 

ernoon’s main event was a Britax saloon 
round,-and it made a nice change to the northern 
diet. Brian Pepper’s Opel, savaged the Chicane to 
the detriment of a front wheel as he tried to gain 
third place from eventually second-placed 
y Lanfranchi led the race for 
with the Mayfair Opel, until 
azda rotated past the big car, 


although bothof 
their places with 
the leading Club- 
enny Allen (Clan) 


John Brindley’s 


and the ensuing chase was stirring to watch. 
Birley in the Hometune Ford put in a steady and 
unspectacular drive (which appears to be the way 
to get results in this type of racing) to inherit 
second spot when Lanfranchi went missing at the 
same time as the similar Pepper Opel. Amongst 
the cheaper classes, mention should be made of 

oger Payen, who was worth watching in the 
Avenger, the Lada of Geoff Wooldrid , Which 
tried to spin at the Chicane but just didn't make 
it, and the Escort Popular of Neil Hepburn, which 
led home a very sedate and stately Nicky Porter 
in his roadgoing, RAC Rally Mercedes 280K, 

To round off the day, not ten but only five green 
bottles contested the Libre race, and of these only 
two finished. Bob Rollo (Lotus 69) led all the way 
to win from Chris Hart (Mallock), who always 
looked set to take John Muirhead (Mallock) but 
was saved the trouble by John going off in 
response to a nonsense in front of him by Bruce 
MacMichael (Crosslé). MacMichael promptly lost 


count of the laps in retribution, and retired one 
lap early to the Paddock after mistaking a pit 


signal! 
PAUL BOOTHROYD 


BARC Northern Formula Ford Seaaroma round (15 laps): 1, 
Stuart Lawson (Hawke-Scholar DL15), 18m 59.4s, 82.94mph; 2, 
Duncan Hall (Hawke-Scholar DL15), 19m 00.0s; 3, Mick Starkey 
{Merve Scholar), 19m_05.0s: 4, Nigel Robinson (Merlyn-Minister 

k24), 19m 15.0s; 5, Ernie Blane (Crosslé-Brown 20F), 19m 24.6s; 
6, Chris Lawson (Van Diemen RF73), 19m 24.6s. Fastest lap: Hall, 
1m 13.8s, 85.37mph. 

BARC Northern Saloon Car Championship round (15 laps) overall: 
1, Bill Dryden (2.5 Vauxhall Firenza), 18m 43.8s, 84.09m Ih; 2, Mike 
Newman (2.3 Vauxhall Firenza), 18m 548s; 3, Doe. mms (6.0 
Chevrolet Camaro), 19m 54.0s; 4, David Farrer (1.3 Ford, Escort 
BDA), 19m 56.6s. Over 2500cc: 1, Emms, 79.15mph; no other 
finishers. Fastest lap: Emms, 1m 18.0s, 80.77m. 1301 to 2500cc: 1, 
Dryden; 2, Newman; no other finishers. Fastest lap: Dryden, 1m 
13.4s, 85.83mph. 1001 to 1300cc: 1, Farrer, 78.97mph: 2. lan 
Rogerson (1.3 Mini-Cooper S, 14 laps; 3, Godfrey Noble (1.3 Mini 
Cooper S), 13 laps. Fastest lap: Farrer, 1m 17.6s, 81.19mph. Up to 
1000cc: 1, Peter Carthidge (1.0 Austin A40 Ford), 18m 46.0s, 
78.33mph; 2, Roger Matthews (1.0 Mini-Ford), 14 laps; 3, David 
Haigh (1.0 Mini), 13 laps. Fastest lap: Carthidge and Matthews; 1m 
18.8s, 79.95mph. 

BARC Northern Modsports Championship round and Clubmans 
cars (12 laps) overall: 1, John Muirhead (1.6 Mallock U2 Mk14/16 
Holbay), 14m 42.0s, 85.71mph; 2, Chris Hart (1.6 Mallock Mk17D 
Hart ord), 14m 42.2s; 3, Reg Forester-Smith (1.6 Marquis Magnum 
C75A Holbay), 15m 08.0s; 4, Andy Smith (1.6 Lotus Elan), 15m 
09.4s Fastest Lap: Allan Sharp (1.6 Mallock U2 Mk16 Isis), 1m 
11.0s, 88.73mph. Modsports over 1300cc: 1, Smith, 83.15mph; no 
other finishers Fastest lap: Smith, 1m 13.4s, 85.83mph. Modsports 

51 to 1300cc: 1, Ron Harper (1.2 Triumph Spitfire), 11 laps; no 
other finishers. Fastest lap: Harper 1m 21.6s, 77.21mph. yer 
up to 1150cc: 1, Kenny Allen gu Clan Crusader), 15m 09.6s 
83.11mph; 2, Jim Adamson (1.1 Davrian Mk7), 15m 19.4s; 3, John 
Kirk (1.1 Davrian Mk 5), 15m 31.0s. Fastest lap: Allen, 1m 13.4s, 
85.83mph. Clubmans cars; 1, Muirhead; 2, Hart: 3, Forester-Smith. 

Britax Production Saloon Car Championship round (15 laps) 
overall: 1, John Brindley (2.0 Mazda RX3), 22m 0.0s, 70.52mph; 2, 
Rod Birley (3.0 Ford Capri), 22m 33.85; 3, Derrick Brunt (BMW 
3.0Si), 22m 57.2s; 4, Eric Cook (2.0 Mazda RX3), 22m 57.6s. £2401 
and over. 1, Birley, 68.29mph; 2, Brunt; 3, Graham Miles (BMW 3.0 
Si), 23m 06.4s. Fastest lap: Tony Lanfranchi (2.8 Opel Commodore), 
1m _28.0s, 71.59mph (record). £2001 to £2400: no starters. £1601 
to £2000: 1, Brindley, 22m 20.0s, 70.52mph; 2, Cook; 3, Vic Cavey 
oe Mazda RX3), 23m 27.0s. Fastest lap: Brindley, 1m 28.2s, 

1.43mph (record). Up to £1600: 1, Roger Payen (1.6 Chrysler 
Avenger), 64.55mph (14 laps); 2, Geoff oolridge (Lada 1200); 3, 
Neil Hepburn (1.3 Ford Popular). Fastest lap: Payen, 1m 35.0s, 
66.32mph (record). 

BARC Northern Formula Libra Sr YT round (15 laps): 1, 
Bob Rollo (1.6 Lotus 69 BDA), 18m 07.8s, 86.8 mph; 2, Chris Hart 
ql ‘6 Mallock Mk17D Hart/Ford), 18m 23.4s, 85.66mph; no other 
inishers. Fastest lap: Rollo, 1m 11.2s, 88.98mph. 


Chris Hart’s Mallock harries the Mallock of John Muirhead before Muirhead was engaged in avoiding 
another competitor to the detriment of his second place in the Libre event 
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erly Penrhos Court Wine Brabham. 


Records galore 


Alister Douglas-Osborn, suddenly the man 
to beat in hillclimbing, smashed another 
course record at the ye & DLCC’s 
Loton Park Guyson/BAR hampionship 
ualifier last Sunday. This time the 
Motosail (Jersey) Pilbeam was one of seven 
car record breakers on a day of blistering 
sunshine and records galore. No fewer than 
23 climbs were under the hitherto existing 
figures, including the motorcycle records. 
Guyson/BARC Championship leader Russ 
Ward was back on good form but the 
opposition is drawing ever closer, for the 
John Brown Motors Sprite driver must 
start dropping points at  Shelsley. 
Particularly outstanding were Tony 
Boshier-Jones, who dominated a superb 
Clubmans field and knocked 1.55s off the 
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Russ Ward was back on top form with his rapid John Brown Motors Sprite. 


record, Charles Barter, who is putting in 
some tremendous times in the Hartwell 
Imp, and John Meredith, who looks the 
most likely immediate challenger to Ward. 
The records did not end there, for Stuart 
Watts (a_ late-season championship 
challenger with the Elan?), Chris Dowson 
(blown Brabham BT15) and Barry Brant 
(Cooper-Norton Mk10) also left new figures 
at the end of the day. 

The saloon classes showed that the extreme heat 
was not going to prevent records. Lassman 
Cooper ‘S’ driver Alex Boyle was a welcome 
returnee to the Touring division, but victory fell 
to Terry Tattam’s ex-John Meredith Cooper ‘S’. 
Charles Barter’s finest effort came in the Top Ten 
runs, but the Golden Springs Watercress/Collier 
Covent Garden Imp had already taken a class 
record by that time and brother Robert was 
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backing Charlie up in the class. John Meredith did 
an excellent time to win his class easily from 
David Harries’s Cooper ‘S’; he then came within 
two-hundredths of this time on his first Top Ten 
run, but when ready for a final effort he thought 
he had second gear jump out and while trying to 
work this out he “had a mental black-out” and 
gave up in disgust. Non-starters knocked the guts 
out of the big Special Saloon class but threw into 
0 er Alan Payne with his well-engineered 
uick-engined Riley 1.5, who suffered three red- 
flaggings before he got a second run completed. 
ree names stand out from the Marque and 
ceria ane Prodsports cars, those of 
Russ Ward, Stuart Watts and David Rutherford. 
Ward had put in some 30 hours of work repairing 
the front corner of his Sprite after Doune and was 
very happy to be within range of his own record 
set earlier this year. Watts was a record breaker 
and in complete charge of his section, but his final 
Top Ten effort was thwarted by a Rotoflex 
coupling chewing itself up on the Elan. Although 
he went off at Keepers on his second climb, 
Rutherford had already come within 0.83s of 
Robert Speak’s record in his highly-modified 
Morgan 4/4. 

The best field of Clubmans sports cars seen on 
the hills for quite a long time, with none of the 
quick boys missing, or able to claim Loton for his 
local hill, were headed decisively by the now slick- 
shod Tony Boshier-Jones with a splendid 58.11. 
He then pulled off a real ten-tenths 57.44 climb in 
the Top Ten runs before calling it a day with a 
warm motor and slightly shaky hands! The 
competition for the places was fearsome, but 
Brian Moyse also got under the record before 
having a happily non-damaging “off” at Fallow, 
while Bob Prest, who had been under the record in 

ractice, had to be content with third. John 

tuart still has his last year’s BDA in his Martin 
BMS8 but he was able to hold off the Clubmans- 
based Sports-Racing machines led by Tony 
Southall’s fine Mallock U2 Mk16B. 
Chris Dowson saved his best efforts for the To 
Ten runs when he reduced his class record but his 

erformances in sn apa (but by no means new) 

enrhos Court ine Brabham BT15 are 
becoming ever more rapid. The Imp-engined 
contingent were next to the fore in the 1100cc 
racing class, with Sandy Hutcheon runner-up in 
the Barber Watts Ginetta G17 ahead of is 
Bigwood’s Vixen VB5. After being a slight 
deed fourth in class at the last Guyson round, 
Rob Turnbull was right back on form with the 
B&W Brabham-BDA BT35 and took fifth BTD as 
well as a class win, and had a healthy margin over 
the Ensigns of Ted Williams (also on very good 
form), David Way and John Barratt. 

ADO’s weekend was highly successful but it 
was oe not without its dramas. In practice 
he unofficially broke the hill record but then had 
bottom ~ strip. He was unconcerned by the 
slightly lower replacement cog but rather more 
concerned when a battery lead, insecurely 
attached after the strip down, came adrift and 
thereby nullified his first run. The second was a 
new hill record, 0.11s under Mike MacDowel’s old 
time. Time was lost on a slightly fraught Top 
Eight climb but he climaxed the day by chipping 
off another 0.07s off the record. Roy Lane was 
never very far away in the Fenny Marine GM1, 
mt mtg to adopt more of a “point and squirt” 
technique on this occasion, but his final run was 
spoiled by the engine rather mysteriously cutting 
out on three occasions as though it had a rev- 
limiter, which it didn’t. Martyn Griffiths (Severn 
Aciver sistas, March 74B) was noticeably neat for 
his third BTD, and it was good to see the former 
E-type driver Nigel Pow having a good day and 
— into the Top Eight runs with the 


rabham-Repco. 
CHRIS MASON 


BTD: Alister Dougias-Osborn (3.0 Pilbeam-Cosworth DFV R22), 
53.33s (new hill record). + , 

Class winners: ore Tattam (1.3 Mini-Cooper ‘S'), 65.88s; Charles 
Barter (1.0 Hartwell Imp), 62.08s (record — reduced to 61.98s in 
Top Ten runs); John Meredith (1.3 Mini-Cooper ‘S’), 61.57s (record); 
Alan Payne = Riley 1.5-Buick), 63.49s; Des Richardson (1.3 MG 
Midget), 66.36s; Stuart Watts (1.6 Lotus Elan), 61.84s (record); Paul 
Channon (4.7 AC Cobra), 65.89s; Russ Ward (1.3 Austin Healey 
Sprite s/Q, 61.72s; David Rutherford (1.7 Wem 4/4), 62.36s; 
Anthony Boshier-Jones (1.6 Mallock U2-\WR Mk11B/16), 58.11s 
(record — reduced to 57.44s in Top Ten runs); John Stuart (1.8 
Martin-BDA BM8), 57.76s; Barry Brant (0.5 Cooper-Norton Mk10), 
63.86s (record); Chris Dowson (1.1 Brabham-Ford BT15 s/c), 58.36s 
pecuced to 57.41s record in Top Ten runs); Rob Turnbull (1.6 

abham-BDA BT35), 55.73s; Douglas-Osborn, 53.40s (record); Tim 
King (1.3 MG Midget), 65.83s. 

Guyson/BARC Top Eight runs: 1, Dougias-Osborn, 53.33s; 2, Roy 
Lane (5.0 Fenny Marine-Chevrolet GM1), 53.81s; 3, Martyn Griffiths 
(2.2 March-Hart 420R 74B), 54.08s; 4, Richard Jones (2.0 Surtees- 
Hart 420R — 55.09s; 5, Turnbull, 55.25s; 6, Nigel Pow (4.2 
Brabham-Repco BT21A), 57.24s; 7, Ted Williams (1.6 Ensign-Holbay 
LNF3), 57.30s; 8, David Way (1.6 Ensign-FVA LNF3), 57.71s. 

Guyson/BARC Hillclimb Championship positions after seven 
rounds: 1, Russ Ward, 56.85pts; 2, John Meredith, 49.48; 3, 
Charles Barter, 47.82; 4, Tony Boshier-Jones, 45.77; 5, Patrick 
Walker, 42.84; 6, Alister Douglas-Osborn, 42.29. 

Guyson/BARC FTD Awards after seven rounds: 1, Alister Douglas- 
Osborn, 42pts; 2, Roy Lane, 39; 3, David Franklin, 24; 4, Ken 
MacMaster, 17; 5, Chris Cramer, 14; 6, Rob Turnbull, 11. 
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Exclusions on Ten of Clubs 


edited by Bob Constanduros 


Williams 
speaks out 


Cyd Williams, who started the 
season with the best backing he has 
ever had, now does not know where 
his next Formula Atlantic drive will 
come from. 

He had raced with Graham Eden 
Racing on and off since 1971, and 
this year’s prospects were good with 
the new Gordon Fowell-designed 
Sana and with sponsorship from 
Harrisons, the Birmingham drapery 
firm. 

But after only three races, Cyd 
was out of the car and Australian 
Terry Perkins had moved into it. 
Now, for the first time since the 
break, the 37-year-old Urmston, 
Lancashire, driver has spoken about 
it. 

“T had an argument with Graham 
Eden after I finished fifth in my last 
race. I had no front brakes and a 
jumping fourth gear, but he said I 
wasn’t fast enough, so I told him 
that if he had anyone faster he 
should use them. I felt that Graham 
didn’t want me to drive the car in the 
first place, and nothing will make me 
race for him again.” 

Said Graham Eden: ‘There was no 
argument. I felt Cyd was too slow in 
that last race, and there were too 
many excuses. I don’t want him to 
be petty over this: I have spent over 
£50,000 on him over the years. 

“Cyd _is still a good driver, but 
Terry Perkins took the Sana to 
Brands and on his first time there he 
broke the short circuit record, and 
then he went testing at Silverstone 
and did the same there. He is faster 
than Cyd.” 


Lotus in Wales 


South Wales Lotus Distributors 
Goldblatt & Webb, of Cardiff, are 
— two Europas for racing. 

me of the cars has been brought 
from South Africa and has a 3.5-litre 
Rover engine and five-speed ZF gear- 
box, while the “milder” version is be- 
ing fitted with a conventional 1500cc 
twin-cam. 

The company will prepare and 
maintain the cars themselves and 
will shortly be acquiring a rolling- 
road as an extension to their tuning 
facilities for high-performance cars. 

Drivers will be Mike Bruno and 
Francis Webb, gt son of one 
of the partners. The company are 
hoping to prepare the Ford-powered 
47 in time for the August Bank Holi- 
day meeting at Llandow. 


Hard Day's drive 


Peter Day’s Special Saloon 850 Mini 
was punted into the Armco at 
Oulton on Saturday. His team spent 
a long, very hot night doing a great 
deal of straightening and replacing 
of suspension pieces before arriving 
at Snetterton on Sunday for the com- 
bined Special Saloon Modsports Prod- 
sports race. Their efforts were re 
warded when the two-cylinder Allen- 
engined car completed the first lap 
an incredible fourth overall, and 
eventually finished fourth in class 
when some of its bigger brethren had 
woken up. 
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Three crews, two of them experts, 
were excluded for failing to observe 
Give Way signs, four more were 
iven fails for non-observance of 
iet Zone instructions, and another 
crew collected a fail for using too 
many lights in another zone. All this 
happened up north last Saturday 
night when the ST34 gg, Se clubs 
ran the Ten of Clubs Rally in 
Lancashire, Cumbria and Yorkshire. 
Ninety crews turned out for the 
140-mile route which had two selec- 
tives, one in each half. The winners 
were David Scaise/Dave Orrick in 
the former’s standard RS2000. 
Scaise won the event when it was 
last held in 1978, and only entered 
when reminded he would be required 
to return the trophy. Although in 
semi-retirement Scaise, with the aid 
of Orrick, who has no intention of 
retiring, went round the course 
dropping 7m 32s in the process, and 
they were 38s better than Peter 
Wagstaff/ Dave Starr in their Escort. 
There was a close call between 
third and fourth crews, the margin 


Blazing away 


More trouble with rally crews failing : 


to observe quiet zone restrictions. 
This time more than half the ent 
on last weekend’s West Essex C 
Uniflo Rally of Breckland were given 
a fail, and only 58 crews of the 118 
who started the 160-mile route in 
Norfolk were classified as finishers. 

Trouble spot was on Map 132 in 
square 7821, just after TC11, and 
the majority of the culprits were 
penalized for failing to extinguish 
auxiliary lights. 

Every one of the crews concerned 
had their penalty confirmed by the 
stewards, and they have all sub- 
mitted an appeal to the RAC. 

Apart from this one spot of bother, 
the event proved a fairly tough one 
and very quick, being run in ideal 
conditions. 

The winners, in their Chris Barber 
Racing Escort, were John Case/Bob 
Shutler from London, who dropped 
19m 48s to beat Charles 
Golding/Preston Ayres (Dolomite 
Sprint) by only 19secs. 

Third, a further 2 mins down, were 
Peter Watson/Graham Smith in 
their Mk2 RS2000, with the Avenger 
of John Page a Cooper 
fourth on 24m 48s. Best semi- 
experts Richard Chambers/Vera 
Chambers were fifth in their Escort 
on 27m 21s, and sixth were Tony 
Willis/Graham Talbot (Escort), who 
had a total of 29m 1s. 

Among well known retirements 
were Geoff Lobb/Tony Thorne, who 
retired the first of the kit-car Opel 
Kadetts with a blown head gasket, 
while Melvin Woolley/John Harmer 
went off on the first of the two selec- 
tives, never to return, and Chris. 


Blyth/John Porter lost the exhaust: 


on their Escort before:TC9 and then 
went homeearly. 

One of those penalized who would 
have been in a leading position was 
agg Coen Phil Smith in an Escort. 

e novice award went to 
Goodwin/K. Worf in an Escort TC on 
1F 438m 4s. 


@ Dudley & District CC have can- 
celled their 2CV Cross meeting due 
this weekend. Apparently problems 
arose about the venue. The event 
may be run later in the year by 
another organization. 


being _ onl 2 secs. Geoff 
Whittaker/Geoff Hignett (Escort 
TC), were placed third ahead of Ron 
Beecroft/John Millington (RS2000). 


There was a fair gap to the fifth 
crew of Brian H /Don Davidson, 
Mr Mini-Sport of Padiham dropping 


1lm 50s, and the leaderboard was 
completed by John Morton/Norman 
Jackson in a Firenza on 15m 4s. 

Best mixed crew were Bill 
Honeywell/Stephanie Mason in a 
Mexico, who were ninth on 21m 25s, 
while the novice award went to Steve 
Ormerod/Ken Frankland (Cooper S) 
on 43m 55s, just over a minute 
quicker than their nearest rivals. 

Competing in his first rally, Mike 
Lavery took his RS2000 to the 
award for best Clitheroe member, 
along with Steve Newman on 23m 
59s. Other awards went to A. 
Powell/M. Schofield (Mexico), 23m 
57s (Best Lightning MSC); B 
Griffin/A. Milner —— S), 20m 8s 
(Best Bolton); and R. Butcher/J. 
Parker (Cooper S), 38m 338s (Best 
Preston). 


@High-speed accidents are happily 
comparatively rare in hillclim 4 
but Philip Marfleet did his Guy- 
son/BARC chances no good at all by 
having one at Loton last Sunday. 
The Wakefield driver went off at the 
kink between Keepers and Fallow, 
travelling for a considerable distance 
before tipping himself up on the very 
substantial marshals’ post, fortunat- 
ely without injury but with consider- 
able damage to the Mini. 


Butterworth 
bows out 


Two weeks after his 17th birthday 23 
ears ago, big John Butterworth, of 
acup, drove in his first car race. 

Now the Lancashire ship propeller 

manufacturer is retirmg from motor 

sport. ‘‘T’ll still watch,” he says. 
Because his family was — to 
his racing and hillclimbing, he 

switched to being a patron in 1968 

when he bought a Formula 1 

Brabham. For the last two years he 

has owned a Lola 332 which he ran 

for Guy Edwards with backing from, 
first, Embassy, and then Encyclo- 
paedia Britannica. The car and all 
that goes with it is for sale at £7000. 
“Racing costs are ridiculous now,” 
says John. “Running the Brabham 
was comparatively cheap, but last 

—_ I was paying £1000 a time for- 

ormula 5000 engine rebuilds.” 


@ After doing his Guyson/BARC 
chances a power of good with 
another hill record at Loton last Sun- 
oat Alister Douglas-Osborn was 
still “struck of a heap” when a pro- 
yom was thrust in front of hi 
or his autograph. Now, most. 
journalists have initial problems‘ 
with spelling out ADO’s splendid 
“handle”, but even Al himself felt 
constrained to remark: “How do I 
spell it?!”. A most helpful by-stander 
chipped in: ‘‘R-O-Y-L-A-N-E”. Who 
says Roy won’t win this year’s 
Championships?! 


Above: Oulton Park R5s — Stuart McCrudden takes a wide line ahead of’ 
Charles Hoare during his chase after McGrath, Below: Longridge special 
saloons — Tomlinson squeezes his Mini inside of King’s Escort. By the finish, 


positions were in the Ford driver’s favour. 


57 


riS CX {12 Larner ees 


Seymour through the dust 


In very dusty conditions and before 
a poor crowd, Midland Manor MC 
ran their round of the BTRDA Auto- 
cross Championship at Long 
Marston, near Stratford-upon-Avon. 

The Edgar Vaughan sponsored 
event was won comfortably by Nick 
bay in his Volnik Special, who 
did 71.4s for two laps of a 900yds 
course. While his win was easy there 
were four excellent class scraps with 
the big and small Escorts/Anglias 
well to the fore. 

In the 1300cc class, late entry Bob 
Mack survived a long verbal battle 
with various people to take the class 
in his Ange. beating Dick Keen bya 
tenth of a second with Clive 
Trueman a further 0.8s away, the 
latter pe using their usual Escorts. 

In the bigger capacity class Nobby 
Cresswell just got the better of Dimi 
Mavropoulos, the margin being 0.4s, 
and such was the course and the 
conditions that the bigger-engined 


Renders DFV 
collects BTD 


Sixty entries turned up to tackle a 
new 1.2 mile course at Wellesbourne, 
near Stratford-upon-Avon, last 
Saturday, the occasion being a 

rint run by SUNBAC. David 

ender, en route to Loton Park, had 
his two runs with the Formula 1 
Lotus 76 one after another, and with 
a better time of 50.09s was a very 
comfortable winner of the BTD 
award. 

Only one class attracted more than 
10 entries, and in this class of 15 
David Stephenson was over 3 secs 

icker-than the rest. He was one of 
the most convincing class winners of 
an afternoon in which everyone had 
two runs and was on their way before 
tea. 

Anthony Tewson (Imp) had a close 
call before beating the Alfa Romeo 
GTV of Marcel Junod by just over 
half a second, but the best scrap was 
among the odsports brigade, 
where Mike Trye was just over a 
tenth of a second quicker than Brian 
Jackson’s Fairthorpe. 

In the 1600cc single-seater class, 
George Harris took the award with 
his Hydrostumper, but he was 
chased hard by Richard Churchley’s 
Brabham who was _three-tenths 
away. 


BYD: D. Render (3.0 Lotus-Cosworth DFV 76), 
50.09s. 


Class winners: C. Milner Ford Capri 68.60s; J. 
Brown (MGB), 72.11s; M. Orme (Porsche 911 , 
§3.82s; A. Tewson (Chrysler mp), 72.145; 

Stephenson (Chrysler Imp), 66.79s: M. Jeffries 
(Mini-Cooper S), 63.68s; W. Horton (Vauxhall 
pirenza), 59.198; A. Butwell (Triumph TR6), 
’6.76s; J. Hawley pe Midget), 65.40s; M. Trye 
Lotus Elan), 59.5is; B. Brewer (TVR Tuscan), 
53.57; R. Perkis saree. 77.56s; S. Russell 
Mallock U2), 51.81s; G. Harris (Hydrostumper), 
53.31s. Ladies: Mrs J. Hollins (Mini), 79.35s. 


) Sixty & Worcester MC have found 
| new site, close to the M5 at 
ipetchley, for an autocross on July 
5 and with the increased popularity 
a rally cars participating, they are 
unning two classes, probably split 
t 1300cc. With sponsorship from 
issco Ltd, it is hoped the event will 
arry substantial prize money and 
trong efforts are being made to 
ttract trade displays and hopefully 
he attendance of some well known 
ally celebrities. 

a are available from Philip 
facDonnell, 1 Lancing Close, 
sattenhall, Worcester, and the event 
3a Welsh Championship qualifier. 
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cars were only a second quicker than 
their counterparts. 

The two Terrys, Westley and 
Smith, both had narrow. wins. 
Westley’s VW scraped home by 0.3s 
ahead of Brian Betteridge in the rear 
engined class while Smith, in his 
Idem Mini, narrowly beat Mick 
Thompson in Class G. 

Roger Dowson madea rare appear- 
ance with the well campaigned 
Triumph GT6, but found Rob 
Gibson’s 1600 Sprite more than 2 
secs quicker in the sports car class, 
and fellow Brummies Frank Morris 
and Malcolm Cope headed the 12- 
strong 1-litre Minis class, with 
Morris safely home by close on 2 
secs. 


BTD: N. Seymour yey 714s. : 

Class winners: M. im hance Fulvia), 77.0s; P. 
Wilson (Mini), 77.3s; R. Mack (Ford Anglia), 76.0s; 
R. Gibson (AH S| rite), 73.5s; T. Westley (VW), 
75.3s; F. Morris (Mini), 76.6s; N. Cresswell (Ford 
Escort), 75.1s; J. kley (Grotbox), 75.4s; | 
Beveridge (Ford Escort), 78.4s. 


The BTRDA Autocross committee 
met at the Long Marston course last 
Sunday and proposed a major 
change for next year’s series. 


The committee proposes to do 
away with classes for types of 
vehicle and substitute limits allow- 
ing for any make of vehicle to com- 
pave according to engine capacity. 

he only two exceptions are the — 
cials class and one for road/rally 
cars. 


The class proposals are as follows: 


Repeat win for 


Taking full advantage of his know- 
ledge of the old Goodwood circuit, 
Chris Hill scored yet another BTD 
when he attended last Sunday’s 
Lancia/Circle CC sprint promotion. 
Against mediocre opposition in an 
entry of 73 cars, he returned 1m 
27.4s in his Mallock U2 to retain the 
trophy he won at the same event last 
year. 

With the entry divided into 13 
classes a majority of award winners 

d clearcut victories. There were 
several exceptions, however. One of 
the best scraps involved the class of 
18 clashing in the 1939-67 class, 
where the TR3 of A. Ledingham was 
just over a second quicker than the 
Aston Martin DB5 of T. Lee; a very 


Chris Hill 


Basil Wainwright was lucky only to suffer cuts 
accident in three weeks. His inversion occurred during the Debenhams Escort 
Challenge round at Snetterton (report: p 59). 


BIRDA propose new classes 


up to 875cc; 876-1000cc; 1001- 
1300ce; 1301-1600ce; 1600cc- 
unlimited. 


All registered members in this 


- year’s series, plus anyone else in the 


TRDA who is interested, is invited 
to air their views (preferably in, 
writing) either to Derek Smith, 
BTRDA General Secretary, or to 
Terry Smith, who has taken over for 
the rest of the season as Autocross 
Secretary from Martin Barnard. The 
latter has been forced to step down 
because of business commit ments. 


close third was Peter Jackson’s 
Lancia B21. 

The Dolomite of P. Keel took Class 
4 by a mere 0.2s of a second from Ian 
Crammond’s Escort, and in the 
seven-strong standard car class K. 
Dandridge (Mini-Cooper) beat P. 
Barker (1275S) by just over a 
second, 


BTD: C, Hill (Mallock U2), 1m 27.4s. , 
Class winners: K. Dandridge (Mini-Cooper), 2m 
2.6s; P. Keel (Triumph Dolomite), 1m 57.4s; R. 
McSephney (Hillman imp), 1m 50.7s; | Hargreaves 
(ink Coopet) 1m 50.4s; G. Masters (Ford Anglia), 
m 43.0s; D. Bray (Ford Escort), 1m 44.0s; R. Lee 
otus Flan), 1m 51.6s; R. Gordon 
Porsche), 1m 43.2s; T. Brown (Lenham Coupé), 
m 42.0s; A. Ledingham (Triumph TR3), 1m 56.4s: 
B. Chant (Alvis), 2m 14.0s; T. ays (Ellova 
spec) 1m 36.8s; R. Cummings (Brabham), 1m 


after his second major 


Fit for action 


Janet McPherson, of Prestwich, re- 
covering from her third crash in a 
month (the last on the slowing-down 
lap after the Sparks race at Oulton 
Park on ag: Sag has been told by a 
specialist that her legs should be 
healed sufficiently for her to race 
later this month. 

Meanwhile, she is working off her 
frustration by advising brother 
Stuart, who has just finished 
rebuilding a Clubmans car for 
himself. 

Janet is adamant that she did not 
waive or relax her concentration just 
before the last crash: “I slowed after 
the chequered flag, and on entering 
Old Hall under braking the car just 
broke away. I tried desperately to 
bring it under control but it just 
didn’t respond.” 


Dell’s drive 


Russell Dell made an impressive 
debut into single-seater racing at 
Snetterton last Sunday. The former 
Mini Miglia champion has purchased 
a four-year-old Hawke DL9 and with 
a Minister mill installed, he is 
embarked on the FF1600 trail in 
Townsend Thoresen rounds. He 
finished seventh in his heat with an 
exhaust pipe broken and reducing 
the power, and in the final he got as 
high as tenth with his unsponsored 
car. 
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weekend | 


SILVERSTONE 


Willoughby’s best effort 


The South Western Centre of the 
BARC were fortunate to have warm 
sunny weather for their second meet- 
ing of the season at Gurston Down 
after a very wet morning when 
practice was held. This non- 
championship meeting on June 20 
was thoroughly enjoyed by a args 
crowd who were kept on tenterhooks 
until the last climb of the day. Three 
drivers vied for the BTD award 
through the afternoon. 

After the first rans Nigel Pow was 


who recorded 40.47 with the engine 
of his 5-litre Brabham BT36X 
misfiring badly. Between runs this 
was rectified and he turned the 
tables on Nigel and Roger with a 
blistering 33.21 on the last run of the 
day, the other two failing to improve 
on their first-run times. 

In the other classes Charles Barter 
(Hartwell Imp), John Miford (1293 
Cooper S) and Barry Brant (Cooper 
Mk10) continued their excellent form 
with wins, while Brian Moyse 


Renewed Tricentrol 


Main excitement at this weekend's 
British meetings should come from 


Super Saloon battle 


ised by the Rochester Motor Club. 
Included are events for FF1600, 


fastest with his ex-Indianapolis four- (Mallock U2), David Way (Ensign the Super Saloon race at Silverstone, Formule Libre, Special Saloons, 
cam Repco-engined Brabham, which LN3), John Pascoe (Mallock U2), | in which Gerry Marshall’s famous 5- Modsports, and 1-litre saloons. 
runs on neat methanol. He recorded Trevor King (1498 Morris Minor) | litre Vau Firenza faces Colin Entries area little thin in some of the 
34.428, to be closely followed by and Dale Chotaant (1330 Cooper S) | Hawker’s sensational DFVW, _ races, but the FF1600 event is very 


Roger Willoughby who squirted his 
Techcraft-Buick up in a neat 34.46s. 
Trailing these two was Tony Brown, 


did well to beat the opposition to 
take their respective classes. 


Mighty Mallocks 


A visiting Arthur Mallock must 
have been pretty satisfied with his 
U2s, and particularly that of Tony 
Boshier-Jones, at Loton Park last 
weekend. The best turn out of the 

ear so far in‘the intensely competit- 
ive Clubmans pete oad resulted in 
three drivers cracking the record 
over the weekend and such formid- 
able pilots as Mervyn Bartram 


The right place 
the wrong time 


Competitors who arrived at Snetter- 
ton on Saturday, camping overnight 
for Sunday’s meeting, were given a 
friendly reprimand by the Clerk of 
the Course on race day at the 
drivers’ briefing. The reprimand was 


Jonathan Buncombe’s Hillman Imp- 
Cosworth FVD (which beat Marshall 
at Silverstone ‘in May), Stuart 
Graham’s ex-Gardner Camaro Z28, 
Mick Hill’s 5-litre Beetle VW, Reine 
Wisell’s Camaro, Arthur Collier’s 
8.1-litre Skoda-Chevrolet et al It 
should be an incredible 15 laps. 
There is also a round of the APG 
Formula Ford 2000 Championship 
race. In this, Divina Galica drives an 
Elden, and her last FF2000 race at 
Silverstone produced fastest lap and 
the APG Driver of the Day Award. 
All the regulars will be in this race, 
including Ian Taylor, Bernard 
Vermilio, Oscar Notz, Tiff Needell 


well supported. Racing begins at 
2.15pm. 


MALLORY PARK 


The 750 MC is in charge at the 
Leicestershire circuit on Sunday, 
where the first of nine events starts 
at 2.30pm. There are, of course, races 
for 750 Formula cars, as well as 
events for F4, Mini’7, Mini 1000 
(Leyland Mini Challenge), Formula 
1300 and Classic Saloon cars. 


AINTREE 


(albeit troubled by extreme under- | not for the camping, but for the | 2nd Geoff Friswell. | paeg Meetings at Aintree are a rarity 
steer), Jeremy Hunt and Joe Ward | impromptu night race they eae the entries for the Alan these days, unfortunately, but there 
(self-designed/built/driven Ward-Fo- | apparently held. “I bet that Ensi 2 Jay ay dees DpH ps oe is one on Saturday, featuring races 
rd WD6) finishing fifth, sixth and | Kennedy’s infamous bus won,” eee Dae ae ae eer coms» Oe 31000, Special Halsont. eee. 
seventh respectively. And then of chirped one FF competitor. “Only scratched. Other entries include posto cars, Formule Libre, mans 


course there were more U2s well up 
in the sports-racing class. . . . 


because it was going round the 


wrong way,” retorted a rival. 


John Wingfield’s Ralt and Iain 


cars, Modsports and Prodsports. 
Racing begins at 2pm. 


McLaren’s Chevron B26/31. 
Also on the menu are races for 
@ With 40 miles of forest plus other | @ There are still a few spaces avail- | Prodsports, Modsports, 1-litre Sf ETTERTON 


stages, the Border Counties Rally, 
on Saturday July 24, is a qualifier for 
the Scotsman Challengers and 
ANECC Stages Championship. 
Organizers are Hawick & Border CC 
and the entry fee of £29 includes a 
service pack and lunch. Regs from: 
S. McFarlane, 21 Ladylands Terrace, 
Selkirk. 


International events 


able for the R. L. Brown Rally which 
Kirkby Lonsdale MC are running on 
July 17/18. Fourteen selectives with 
12 miles of loose surfaces are in- 
cluded in the 100-mile route on Maps 
89 and 96. Start and finish is at Sea- 
scale and Mrs V. Barton, 15 Hall- 
senna Road, Seascale, Cumbria, is 
dealing with entries. 


saloons and over 1-litre saloons. The 
meeting, organised by the BRSCC, 
begins at 3pm, with practice from 
11.45am. 


BRANDS HATCH 


On Sunday, at Brands Hatch, there 
is an eight-race programme, organ- 


The Romford Motor Enthusiasts 
Motor Club have organised a six- 
event meeting at netterton on 
Sunday, and included in the Ps 
gramme are races for FF 1600, od- 
sports, Historic sports and racing 
cars, Mini 7 and 1000, and Formule 
Libre. Racing starts at 2pm. 


Venue Event 
July 2/4 Italy Rally des Alpes Orientales— _ : 
European Rally Championship for Drivers 
July 4 Paul Ricard, France French Grand Prix — World Championship for 
Drivers & Manufacturers round 8 
July 4 Nivelles, Belgium Touring Cars, Grand Touring Cars 
July 4 Salzburgring, Austria F3, Touring Cars, Grand Touring Cars, Sports Cars, FV, FSV 
July 4 Hockenheim, Germany Touring Cars, Grand Touring Cars, Sports Cars, F3, FV, FSV, FF 
July 4 Vila Real, Portugal Touring Cars, Grand Touring Cars, Sports Cars 
July 4 Daytona, USA Firecracker 400 — NASCAR 
British events 
Date Venue Event Status Club Start Details 
July 3 Aintree, nr Liverpool Race Meeting R ACC - Monoposts, FF1600, Special Saloons, Modsports, 
F Libre, Production Saloons, Production Sports 
July 3/4 Banbury, Oxon (MR151/450409) Rally R Chess Valley MC 22.15 Three Counties Rally — AEMC/RAFMSA Championships 
July 3/4 Duns, Berwickshire Rally N Northumbrian MC = Jim Clark Memorial Rally — RAC Rally Championship 
July 3/4 Three Musketeers Service Stn, Rally cicP CSMA (NWL Group)! 23.01 Chequers Trophy Rally 
nr Olney (MR152/890553) 
July 3/4 Lincoin Rally R Lincoln MC & CC 23.00 Hartford Barnard Rally 
July 3/4 Santa Pod, nr Wellingborough, Drag Meeting INT BDR & HRAssoc - - 
Northants 
July 3/4 - 2CV Cross N Dudley &DCC - ~ 
July 3/4 “— pm, nr Tarporley, Sprint L&CMC - - 
eshire 
July 3/4 Harewood, nr Leeds, Yorks Speedclimb N BARC (YC) 12.00 Harewood ShellSport Championship Speedclimb — 
RAC Hillclimb Championship 
July 3/4 Prescott, nr Cheltenham, Glos Speedclimb R Bugatti OC 11.00 Classic Speed Hill Climb ' 
July 4 Mallory Park, Kirkby Mallory, Race Meeting R 756 MC 14.30 Leyland Mini Challenge/Mini 7, F 1300, F4, Reliant 750, 
Leicester Classic Saloons, Leyland Mini Challenge/Mini 1000 
July 4 Brands Hatch, nr Dartford, Race meeting R Rochester MC 14.15 Special Saloons 1000cc, FF 1600, Modsports, 
ent Special Saloons, F Libre, Clubmans Sports 
July 4 Silverstone, nr Towcester, Race Meeting Cc BRSCC (MC) 15.00 Allied Polymer FF2000, BRSCC Tricentrol Super Saloons, 
Northants Simoniz Special Saloons, Hitachi Special Saloons, 
rieowes Production Sports, BRSCC Modsports, 
- ibre 
July 4 Snetterton, Thetford, Norfolk Race Meeting R Romford ECC 14.00 — 
July 4 Hartlebury, nr Kidderminster Autotest Cc Hagley & DLCC 09.30 Hagley/Ludlow Sporting Day 
July 4 Live & Let Live Inn, Bewdley Prod Car Trial c Hagley & DLCC 14.30 Hagley/Ludiow Sporting Day 
July 4 Gravesend, Kent Autotest cP Borough 18 - Fiesta Autotests 
July 4 _ Autotest R Slaith waite MC - Shell League Autotests 
July 4 Hoeetalte Farm, Stapleford Autocross R West Essex CC - - 
awny 
July 4 Park Hall Autocross R Longton & DMC = - 
July 4 Eastbourne, Hants Autocross R Eastbourne & DMC~ ~ Champagne ad 
July 4 Layby (MR55/954239) Rally Cc 55CC 00.01 Haggis Hunt Rally 


Secretaries of the Meeting are requested to send details of all forthcoming events to Miss Linda McRae, Autosport Editorial, Haymarket Publishing Ltd., Regent House, 54/62 Regent Street, London W1A 2YJ 
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How Chequered Flags 
beat the big boys. 


When the Lancia Stratos won the 
Mintex International Rally, it was the 
first major reig: abe for a non-works 
entrant since the 1971 RAC Rally. 


m 


Graham Warner, Chequered Flag 
Managing Director: 

“One Stratos, two V6 Ferrari 
engines, a difficult Ser situation... the 


Stratos is anything but boring. And it 

was a great kick watching the big names 

follow it home in the Mintex Dales. 
“The Flag doesn’t have the luxury 

of a works team back-up, and we all 

too often have to run individual parts 

longer than we should. That's the price 

we pay for running a one-off like the 


Chegquereda 
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Stratos. It’s hard enough getting the car 
to the starting line let alone the finish.” 


Wet Sump 


“The Stratos is a tiny car. So the layout 
gives us problems. Most of our competi- 
tion have dry sump lubrication which 
allows a much greater volume of oil to 
be circulated throughout the engine. 

So the oil keeps cooler. 

“The Stratos’ compact design means 
we've got to run on an ordinary wet 
sump, plus a heat exchanger, a set-up 
where the oil is both heated and cooled 
by the radiator. Not so effective as a 
dry sump system and damn hard on the 
oil when you’re running up to 8,600 
revs over the 580 mile Mintex distance. 
We're lucky to be working with Shell.” 


240 BHP 2-4 litre V6 alloy engine with 
D.O.H.C. per bank. 


Lancia Stratos 
On Shell. 


Consistent 


“We can’t arrange, or afford, a comple 
rebuild after every event so we need al 
the protection we can get. The Shell oi 
we use is straight Super Multigrade - 
nothing added - and Shell Spirax in th 
gearbox. We’ve worked with other oil 
companies but we came back to Shell, 
finding the quality of their oils have 
that edge over the rest. 

“You can’t judge an oil by anything 
but experience. We’ve got 20 years of: 
and we recommend Shell.” 


Shell Super 
Multigrade - 
performance 
protection. 


